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ABSTRACT
The joyous advent of democracy in South Africa in 1994 brought real promise of an improvement in the life 
chances for millions of marginalised South Africans. There was reason for many citizens to have great faith 
in the new order after decades of sustained struggle. Effective state intervention and the spatial reorganisation 
of society seemed a realistic prospect in a country blessed with abundant natural resources and an established 
industrial base. The power of the state to affect change at the grassroots level was however soon 
compromised by the substitution of the populist Reconstruction and Development Programme with the neo- 
liberal Growth, Employment and Redistribution Strategy (GEAR) by mid 1996. South Africa was now part of 
the international community and the new government's gaze was directed away from its popular support 
base. The radical and risky policy shift was influenced by demands of an international investor community 
and by the dictates of international donor organisations. Announcement of the policy shift was a low profile 
affair and few citizens had any real comprehension of the impact the shift would have on the capacity of the 
new ANC government to deliver on its electoral promises.
Change in the macro economic policy reverberated within the lower tiers of government and in local 
authorities. Urban development policy was repeatedly rewritten; first in response to the dictates of the 
socialist RDP in 1994, and again in response to a neo-liberal GEAR in 1996. In 2000 the fragmented urban 
management system of appointed officials was replaced by an elected metropolitan government system. This 
initiated a third, profound shift in the policy context as each metropolitan government sought to formulate its 
own, context-specific policies. The most recent shift is significant since it has resulted in massive 
organisational upheaval and restructuring. However, it has opened new laboratories, which generates new 
opportunities for more responsive and accountable policy-making and planning. These new opportunities 
emerge against a backdrop in which the comedy of policy shifts that have occurred during the past nine years 
have resulted in little action and a growing crisis on the ground.
Despite the policy shifts, corridor development has remained a constant feature of post apartheid urban 
development frameworks. Initially it made sense as a mechanism to physically integrate fragmented cities. It 
fitted a populist agenda, had political currency and was an easy sell. After the adoption of neo-liberal 
strategies it would receive another label; that of an accessible armature for private investment. Importantly, 
the latest policy shift in 2000 offered an opportunity to consider the city in a holistic and integrated fashion. 
This represents the belated death of the Apartheid City, which was characterised by fragmented, sub-regional 
councils linked to racially defined urban enclaves. New metropolitan governments arguably have greater 
capacity to facilitate and co-ordinate action in the extended corridor zone than has ever been possible. 
Effective implementation of a regional capital web of minimal public investment now becomes a distinct 
possibility.
The recent adoption of a metropolitan government system and the associated strategic urban management 
approach offers an opportunity for reflection and for the construction of an informed vision of the role of 
urban design in corridor development. Whilst the corridor concept has survived, its purpose has become 
confused. While not discarding the corridor idea, many proposals that originated during the early post 
apartheid years are being questioned by new metropolitan governments. The new crisis is largely the result of 
the private sector having shown reluctance to invest in marginal zones of the city. Since corridors were 
originally conceived as devices which aim to link marginal zones to the core of opportunity, their capacity to 
facilitate change is limited by the sustained lack of market interest.
While the market remains reluctant to invest in the areas of greatest need in corridors, requirements for 
improved mobility and access amongst the urban poor have escalated dramatically as millions of migrants 
from the rural hinterland and the African sub-continent flock to the urban peripheries. Migrants squat on the 
verges of highways or crowd into the backyards of apartheid-era townships. They are effectively constructing 
their own informal corridors along lines of access. This dynamic adds to the emerging crisis associated with 
an uninterested private sector.
This thesis responds to the crisis from an urban design perspective. It evaluates the actions of urban designers 
in the corridor context during the past decade, and tests the perceptions of ordinary citizens who are affected 
by corridor development. While doing this it questions the predominance of generic approaches to corridor 
development and draws on insights gained from international fieldwork in Malaysia, Australia and Peru. 
Finally, it presents a strategic approach that indicates ways in which urban design may realise its potential to 
become an enabling discipline in the participatory development of the post apartheid integration corridor.
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CHAPTER 1: INTRODUCTION
1.1. INTRODUCTION
This CHAPTER explains the background to the research, its objectives and scope, the 
methodology adopted and the structure of the remainder of the thesis.
1.2 THE BACKGROUND TO THE RESEARCH
1.2.1. THE GROWTH OF INTEREST IN CORRIDOR DEVELOPMENT IN SOUTH 
AFRICA.
Politicians and urban managers in post apartheid South Africa have been faced with four 
major challenges:
urban integration: how to enable the integration of a fragmented 
society through appropriate development practice within a radically 
modified and constantly changing legal and urban management 
framework.
urban sustainability: how to reconfigure the fragmented and highly 
unsustainable spatial structure of South African cities.
urban growth: how to accommodate the millions of migrants flocking 
to the cities, both from rural areas inside South Africa and from the 
continent.
- globalisation: how to balance the dual aims of accommodating 
neoliberal, macro-economic growth strategies and pressing basic needs 
issues.
Cities represent the most visible and one of the most enduring legacies of apartheid. 
Eliminating the spatial and other symptoms resulting from decades of state-sponsored 
segregation activity represents an enormous task.
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In many post 1994 public policy documents corridor development is presented as an 
obvious integrating mechanism, a panacea or a paragon of integrating practice (NdoT, 
1999; NdoT, 2001; DoH, 1997; SMDF, 1998; GSDF, 1996)
Economic strategists have been actively encouraging the government to adopt the corridor 
concept1 as part of the Spatial Development Initiative Programme (Jourdan,1998). A 
selected number of sub regional corridors were proposed as pilot projects and received 
dedicated funding and resource allocation from the National Department of Transport 
(NdoT, 2001). Apart from this central political aim, development corridors are considered 
to provide a range of top-down benefits:
- first, they provide a mechanism that allows planned/managed new 
development to stitch across apartheid style buffer zones, thereby 
generating a physically integrated city (Thorne, 1996; Comrie & 
White, 1999; Dewar & Uytenbogaardt, 1991).
- second, they present opportunities to provide the urban poor with 
employment (through industrial development), housing and public 
facilities within the accessible corridor zone (Green et al, 1996; 
Southworth, 2003; Jourdan, 1998).
third, they present an opportunity to focus national funding and 
resources in defined geographical locations rather than having to 
spread it across the whole geographical area of each of the many 
fragmented cities and towns (Green, et al 1996, NdoT, 1999; 2001).
f\
- fourth, they present an opportunity for agripolitan communities to 
remain in peripheral locations while providing good access to central 
locations along rapid mass transit routes (Van den Berg, 1994).
1 Dewar in Tomlinson, 1994:231 ' The resolution lies in breaking the pattern offragmentation. The key to this 
in turn lies in promoting a hierarchy of interconnected continuous routes or, preferably, systems of 
movement modes, to carry both public and private transportation; in orienting development to these 
interconnecting systems and using housing policy to reinforce them through higher density housing; and in 
allowing more intense activities to respond to the flows along them, resulting in linear corridors of activities 
or 'activity spines' (Dewar in Tomlinson, 1994:231).
2 Agropolitan society refers to that sector of the community that derives its major income from small scale, 
and informal, home based agriculture.
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fifth, they represent a legible and marketable site for global investment 
(MCDC,1999; Jourdan, 1996,1998).
sixth, they provide symbolic proof that the government is making a 
conscious effort to integrate a fragmented society. In this sense, the 
corridor represents a political Utopia which overwrites the segregated 
Utopia of the apartheid city (NdoT, 1999).
MAP OF 
SOUTH AFRICA
SELECTED EXAMPLES OF 
INCIPIENT POST APARTHEID 
CORRIDORS LINKING TOWNSHIPS 
AND CITIES/TOWNS IN SOUTH 
AFRICA
1. Philippi-Wetton-Lansdowne 
Corridor (Cape Town)
2. Mdantsane - East London Corridor
3. Germiston - Daveyton Corridor
4. Mabopane - Centurion - 
Development Corridor
5. Tembisa - Kempton Park 
Development Corridor
6. Barralink: Soweto-Johannesburg 
Development Corridor
FIGURE 1.1.: THE GEOGRAPHY OF INCIPIENT POST APARTHEID CORRIDORS 
LINKING TOWNSHIPS AND CITIES/TOWNS IN SOUTH AFRICA
tlit* CBO lixiun CBO 
RESIDENTIAL AREAS
W
C OQlo«.0 T Town.hlp P HlVo
. HO.,., A1E5ISR!!
Figure 1.2. The notional alignment of a typical integrating corridor 
superimposed over a diagram of the now defunct model apartheid city. 
The extent of the divide varies from one city/town to the next and can be 
as much as thirty kilometres (Adaptedfrom Christopher,2001:1'05).
Chapter 1: Introduction
1.2.2. LIMITS TO THE POTENTIAL OF CORRIDOR DEVELOPMENT TO 
FACILITATE INTEGRATION
The six perceived benefits listed above are often mutually exclusive or may compromise 
each other due to a lack of cross-sectoral integration, as will be indicated in the contextual 
analysis presented in CHAPTERS 3, 4 and 5.
The inseparable terms integration and participation are widely used and have become 
central planks of affirmative public policy at various levels and within various public 
departments in post apartheid South Africa (Development Facilitation Act, 1996; 
Abbott, 1996; Lyons et al, 2000; Ambert 2001).
The physically discernible dimension of urban integration in South Africa makes it the 
most symbolic of all integration processes. This physical level is by necessity the level 
where built environment professionals have become instrumental in trying to facilitate 
integration and participation. Control-driven education and the experience acquired during 
four decades of modernist and centralised apartheid planning has however provided 
practitioners with the wrong set of tools to deal effectively with the task at hand. The 
limiting, positivist mindset of most urban managers and professionals was shaped during a 
thoroughly undemocratic pre-1994, era when the task was simply to regulate urban form 
and growth according to centralised policy- and form prescriptions (Oranje, 2001; 
Barberton et al, 1998; DCD,1999). While being effective in supporting the aims of 
politicians, these adopted institutionalised methods were both uncritical and unresponsive 
to the needs of citizens.
When measured against international/modernist planning practice, the focus on sectoral 
models was in many respects ratified during the first three decades of apartheid 
(Tomlinson, 1994; DCD,1999). This served to divert some attention away from the 
detrimental and long lasting impact that apartheid planning would have on South African 
society. Moreover, the model had much in common with The Town Planning Scheme 
employed in Britain and in many of its colonies (Simon, 1992, 1996; DCD, 1999). Only 
with the independence of much of Africa's countries and the demise of modernism did 
international scorn begin to fall on white South Africa's determination to continue with its 
social and spatial segregation policies. It took another two decades of political struggle
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before South Africa would be converted into a society with a constitution that considered 
all citizens to be equal.
While most countries adopted a more humanist approach to urban development since the 
early seventies, the political agenda of apartheid had ensured that a strict modernist land 
management system would remain central to South Africa's planning for a much longer 
period (Oranje, 2000; Southworth, 2003. DCD, 1999). The highly restrictive policy 
framework made it impossible to use participatory development practice3 methods 
effectively in the South African context.
Since the planning profession was little more than a puppet of the apartheid state, built 
environment practitioners of all persuasions were bound by the associated planning and 
legal frameworks. Variables associated with regional and local contexts and the needs of 
people had little influence on the way in which segregation policy was applied or in the 
way in which professionals were educated (Tomlinson, 1994). Despite the collapse of 
apartheid, an entrenched technical-rational approach has clearly continued to influence 
practice during the early stages of urban reconstruction, mostly because practitioners have 
little experience of strategic and participatory approaches.
Based largely on the legacy of apartheid planning and an unfolding new, neo-liberal 
agenda, there are four factors that generate concern about the way in which the corridor 
approach has been prescribed/implemented during the early post apartheid years:
first (lack of integration), the dualist and broadly stated government 
agenda of simultaneously facilitating bottom-up and top-down 
development processes in the corridor zone has not been adequately 
considered. In order for stakeholders and practitioners (including urban 
designers) to assess their role in the development of the dualist corridor 
zone, greater integration between the two approaches is needed (Ambert, 
2001).
- second (symbolic/physical versus social), the strong symbolic value of the 
physical link between fragments of the apartheid city, commonly referred 
to as integration corridors, has made it particularly popular amongst
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politicians. While focusing on the power of the grand integration project 
with its associated large scale infra-structural elements, they have failed to 
give sufficient consideration to the real livelihoods struggles of many 
citizens who populate vast sections of peripheral corridor space.
- third (process/scale), under the direction of a neo-liberal macro economic 
policy and a strategic urban management framework that directs public 
investment towards circumscribable five year projects, metropolitan 
planners, economists and transport engineers have dominated the process 
by placing excessive emphasis on the provision of civil engineering 
infrastructure. This front loaded management approach minimises 
opportunities for local intervention. Well considered minimal grids and 
incremental development may support small-scale economic activities, 
urban agriculture and livelihoods generation at the local scale. Urban 
design is most enabling at the local and sub regional scale; it therefore has 
an important role to play by actively seeking to inform higher order urban 
strategies and to assist in unlocking local opportunities (Schaug, 2003; 
Dewar in Tomlinson, 1994).
fourth (debate/reflection), some corridors have been mooted at a national 
level. Spatial Development Initiatives (SDI's) is a concept of 
transcontinental highways advocated by international donor agencies. The 
rapid co-option of the idea by economists and politicians has provided 
little opportunity for reflection and debate on its relevance (Wood, pers 
com 2002).
These concerns need to be evaluated within a framework that defines the nature and 
purpose of an urban corridor. CHAPTER 2 initiates this process by aiming to formulate an 
inclusive and contemporary definition of the urban corridor based on international 
evidence. The analysis draws on historical precedent that is compared to and supplemented 
by current definitions provided by practitioners during interviews in South Africa.
See Annexure 1: Glossary of Terms for a definition of a development practice approach.
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1.2.3. THE POTENTIAL OF URBAN DESIGN TO CONTRIBUTE TO CORRIDOR 
DEVELOPMENT IN SOUTH AFRICA.
Urban Design has emerged as a vehicle for facilitating more humanist approaches to urban 
development (Bentley,2002; Hayward & Me Glynn,1993; Shirvani, 1985; Barnett, 1982; 
Moudon & Attoe, 1995; Sandercock, 1998; Dewar & Uytenbogaardt, 1991). Many of the 
concerns related to corridor development raised in subparagraph 1.2.3. are supported by 
post-modern urban theory. The consciously flexible definition of urban design has however 
resulted in a struggle to find a foothold in developing countries where theory is poorly 
disseminated and local knowledge is seldom captured in an accessible form (Southworth, 
2003; Schaug, 2003).
Laburn Paert (in Hamdi, 1996:87-99) argues that traditional planning approaches and 
education in South Africa need to be balanced with a development planning approach. The 
approach, which supports concepts such as partcipation, flexibility and enablement is 
deemed more appropriate to South Africa's developing-country context than imported4 
planning methods and is closely aligned to the responsive aims of urban design. This re- 
emphasises concerns about the validity of planning in post-modern societies expressed by 
numerous scholars (Sandercock 1998; Hamdi and Goethert, 1997; Friedmann 1998).
Urban design has never been considered a profession. Rather it is an approach to urban 
development that transcends disciplinary boundaries. In some countries it has assumed a 
distinct identity and it has managed to inform public policy (Mackay, pers com 2002; 
Barnett, 1973; Hamnett& Freestone, 2000; Troy, 1996). Urban design schools in the United 
Kingdom, the United States and more recently in Australia have been influential in 
establishing informal, cross-disciplinary associations of like-minded professionals. This 
cross disciplinary dynamic has not developed in any of South Africa's cities except Cape 
Town, where the only post-graduate urban design course is offered (Southworth, 2003, 
Low, 2003). There is an urgent need for assessing and communicating the scope of urban 
design intervention in other centres if urban design is to play a more significant part.
4 The South African planning system has been greatly influenced by British planning practice (Tomlinson, 
1994)
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The relative scope for urban design intervention is investigated at two levels:
- First, to indicate how the political economy, legal frameworks and 
sociological variables influence power relations within corridor 
contexts. This will assist in determining the relative power base of 
urban design, i.e. its power to initiate or control and its ability to be an 
effective participatory partner.
- The second aim is to indicate how contemporary urban design 
vocabularies and urban design skills as defined within an international 
urban design discourse and as noted during international field work 
translate to the practice of urban design in post apartheid South Africa.
The investigation of the relative scope of urban design action, and its influence in 
corridor development, will inform the urban design strategy presented in 
CHAPTER 8.
1.3. OBJECTIVES
Based on the analysis presented above, the research is driven by three key objectives:
(i) The first objective is to develop an understanding of the political, social, economic 
and spatial context of corridor development to which urban design needs to 
respond. This will draw on theory, will be supported by international case studies 
and South African fieldwork and will require judicious translation between 
contexts.
(ii) The second objective is to analyse the power relations and scales associated with 
corridor development processes and to determine appropriate levels and scope for 
urban design intervention.
(iii) The third objective is to present a critique of urban design methods and tools used 
in corridor development, both in South Africa and in international case study 
contexts, and to indicate if, when, where and how these may be used in the South
African corridor context.
_
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(iv) The fourth objective is to propose an integrated strategy for urban design in 
corridor development in South Africa. The strategy will be based on the findings of 
research related to the first three objectives. The strategy needs to be presented in a 
form that is accessible and useful to both metropolitan governments and urban 
design practitioners.
1.4 RESEARCH STRATEGY 
1.4.1. SUPPORT FOR A REFLECTIVE RESEARCH METHODOLOGY
The research approach is biased towards reflective learning and is informed by Schon's 
(1985, 1987) Reflective Practitioner approach. Schon considers research an open-ended 
learning process that acknowledges the complex processes which shape everyday society. 
Related texts that expand the debate are Action Science/ Inner Contradictions of Rigorous 
Research by Argyris et al (1985, 1980) and Action Planning by Hamdi and Goethert 
(1997).
A preference for a reflective approach extends the aims of a development practice 
approach to urban design. The approach accepts that knowledge is best gained in the 
process of doing and that conventional modes of research are too narrow, thus ignoring the 
non-linearity of urban development processes. If the process by which new knowledge is 
collected, synthesised and presented ignores these processes, it will be of little value to 
society. While pre- packaged theory is useful for the analysis of urban conditions and for 
presenting a range of options for testing, it does not provide built environment 
professionals and development practitioners with effective tools to deal with pressing real- 
life problems. The urgency of problems in developing countries, where many activities 
take place beyond the control of formal institutional structures necessitates this approach. 
Theory is predominantly generated in the industrialised world, where debate occurs within 
institutionalised confines. When theory and education focuses on developing world issues 
it is often written from a western perspective or without adequate translation 
(Schauch,2003; Sharif in Hamdi, 1996). John Turner's accounts of his experience in Peru's 
pueblos jovenos during the 1960's contributed greatly towards emphasising this fact. In
See Annexure 1: Glossary of Terms
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Freedom to Build (1972) Turner provides a frank account of the failed attempts of a British 
educated practitioner to implement preconceived methods of housing delivery in a 
developing country context.
'We had assumed that the role of the professional was to organise the self-build process. 
Then we realised that the people knew perfectly well not only what to build, but how to 
build it; that we had been guilty of the liberal authoritarian view that all local 
autonomous organisations tended to be subversive.' (Turner, 1972 p 138).
While the reflective practitioner approach is concerned with learning through praxis rather 
than through focused academic research, it encourages researchers to extract knowledge 
from those who have been involved in development projects rather than relying on second 
hand 'book knowledge'. The reasoning behind this is that urban managers, built 
environment professionals and development practitioners do not have an incentive to 
record their own experiences in an accessible form, but that they are often keen to share 
their wisdom with others when prompted. The topic and questions of this research evolved 
from experience of corridor development in South Africa where the author was an urban 
design consultant (Comrie & White, 1999). This provided grounded knowledge of the 
subject while also raising questions about the role of urban design in corridor development 
in South Africa. It is therefore possible to appreciate the value of adopting a reflective 
approach when doing urban design research.
While a reflective approach provides a mechanism for yielding practical and strategically 
important guidance for application in the development of corridors, the research relies on 
urban theory to develop an understanding of the political, sociological and economic forces 
that shape the context of practice in a rapidly changing South Africa. Theory therefore 
assists in defining the context and predicting the outcomes of urban design action while 
research that encourages reflection provides a more grounded set of ideas for guiding 
urban design practice.
1.4.2. GEOGRAPHICAL AND DISCIPLINARY SCOPE
The reason why urban designers may be hesitant to engage with corridor communities 
undoubtedly relates to the enormous scale at which they are often proposed. Where do you 
start when corridor development affects tens of thousands of people, with many of them in 
a state of accelerated sociological and economic transience? The geography may equate to
10
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that of an entire city region, a far cry from the manageable sub-regional and local contexts 
where urban design has traditionally staked a claim.
Developing an understanding of urban design's possible new regional role is of crucial 
importance. It would therefore be inappropriate to deny the real scale and scope of 
corridors, since the concerns raised in subparagraph 1.2.2 relate mostly to a lack of 
interdisciplinary integration and the propensity for urban design to revert to generic 
solutions6 when faced with this level of complexity. It may well be found that the 
metropolitan level may not be the appropriate level for urban design to engage, yet an 
understanding of the higher order urban management framework needs to be developed if 
the discipline is to define its role more accurately.
Punter and Carmona (1996:127) note that designers are constantly shifting between 
operational, responsive and inferential modes and that 'they cannot afford to lock 
themselves into any one design tradition, and that they need to look broadly at the full 
range of qualities that society wishes to extract from the built- and natural environment'. 
Since this research is concerned with praxis, it is important to relate the research to these 
modes of practice.
Academic research in any design discipline, including urban design by necessity leans 
towards operational and inferential modes, since the tensions between stakeholders and 
unpredictable responses required by real life processes are difficult to assess. Theory 
considers broad social processes but does not provide directly translatable solutions to the 
wicked problems that result from the many day-to-day struggles between capital and 
society and between the production and consumption of urban space.
The action research approach of Reason and Bradbury (2001: xxv) recognises the problem 
of inherent exclusivity and describes three levels at which a researcher concerned with real 
life and real time social processes may define the scope of his/her involvement:
- First-person action research addresses the ability of the researcher to foster an 
inquiring approach to his or her own life, to act with awareness and to choose carefully 
and to assess effects in the outside world while acting. First-person research brings
6 see Annexure 1: Glossary of terms.
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inquiry into more and more of our moments of action- not as outside researchers but in 
the whole range of everyday activities (Ibid).
- Second-person action research addresses our ability to inquire face to face with others 
into issues of mutual concern, for example in the service of improving our personal 
and professional practice both individually and separately. Second-person inquiry 
starts with interpersonal dialogue and includes the development of communities of 
inquiry and learning organisations (Ibid). This level of research begins to lean towards 
a responsive approach.
Third-person research aims to extend these relatively small-scale projects so that, 
rather than being defined exclusively as 'scientific happenings', they are defined as 
political events (Toulmin and Gustavsen, 1996). Third-person strategies aim to create a 
wider community of inquiry involving persons who, because they cannot be known to 
each other or to the researcher face-to-face (say in a large geographically dispersed 
corporation or corridor-zone), have an impersonal quality. Writing and reporting on the 
process of outcomes of inquiries can also be an important form of third party inquiry 
(Ibid).
In the extended corridor zone, conditions clearly exist that correspond with third-person 
research. The researcher is not in a position to cover the broad range of bases in a 
comprehensive manner and is therefore obliged to consider two strategies:
- First, to extrapolate findings generated at the first and second person levels of research 
by considering the corridor to be a set of nested physical and social domains.
- Second, to view the problem at an urban management level by considering the power 
relations between the various actors and then to assess the scope for urban design 
intervention
The methods adopted in this research ambitiously accept both strategies since they are 
considered mutually reinforcing. The scope of academic research necessarily limits the 
effectiveness of the first strategy, whilst excessive emphasis on the second reduces the 
potential of a study of this type to develop urban design methods that consider ways in
12
Chapter 1: Introduction
which ordinary citizens may contribute to the sustainable development of the corridor 
zone.
1.4.3. BRACKETING THE RESEARCH IN SPACE
n^no1     -. - 4^,_.__
Figure 1.3: Identifying typologies as a basis for 
analysis and intervention (Hamdi & Goethert, 
1997:55)
Another way of making research that deals with such a complex topic more manageable is 
to link the sociological component of the research to typology. The corridor as introduced 
in South Africa after 1994 represents a regional type of identifiable scale/s. This provides 
the opportunity to give direction and focus to the research by using typology and scale. 
This is a logical point of departure that was actively used in this research (see CHAPTERS 
4, 6 and 7). The approach has both advantages and disadvantages: by dividing the corridor 
into manageable zones for research purposes, it compromises the researcher's ability to 
view the corridor as an integrated whole while simultaneously offering an opportunity to 
highlight the contextual differences that exist between the various sub-regions of the 
corridor. The problem of scale is however not limited to this academic research and 
translates to the problems encountered in the strategic management of corridor 
development in real life situations. Other researchers such as Hamdi & Goethert (1997) 
and Davidson & Payne (1983) have indicated that there are close matches between 
typology and socio-economic profiles in developing country contexts and that it represents 
a valid basis for enquiry.
Past experience of corridor development in South Africa suggests that the corridor 
typically transverses five identifiable urban typologies in trying to achieve its integrating 
aim (Cornrie & White, 1998).
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Figure 1.4: Kagiso Link Urban Integration Project; Johannesburg, South Africa. A project in which the 
author was involved and which stitches across different urban typologies (Comrie and White, 1998).
B D
Typology A: The semi-subsistence, agripolitan zone at the outer periphery of the corridor.
Typology B: The township zone of mono-functional dormitory housing established under apartheid.
Typology C: An in-between, green field zone maintained as a so called buffer zone during apartheid
and which has often become the zone of illegal squatting.
Typology D: Previously white suburban zones that are gradually being transformed into grey areas
due to the emergence of a black middle class.
Typology E: The inner city areas of perceived opportunity to which the corridor connects and onto
which it is focused.
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An analysis based on these typologies enables the researcher to measure the relative impact 
of and local responses to the introduction of generic corridor elements. Within the scope of 
this research and after reflecting on fieldwork visits, it was considered appropriate to focus 
on TYPOLOGIES A - D since compact inner city zones represents an already integrated 
destination beyond the physical confines of the integrative corridor.
These typologies have been used to indicate cultural diversity and transience within the 
geography of corridors (CHAPTER 4), to indicate the geography of basic needs in corridor 
space (CHAPTERS 4 and 7), to relate existing urban design approaches to corridor space 
(CHAPTER 6) and to indicate the critical geography of participatory development in 
corridor space (CHAPTER 7).
1.5. METHODOLOGY
TOOLS Tool 
development
New practical 
knowledge
Loss of 
knowledge
THEORY
&
METHOD
PRACTICAL 
KNOW- HOW
Theoiy 
development
Figure 1.5: Diagram of the knowledge-creating process: Reason & Bradbury (2000:240)
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PRACTICAL 
KNOW- HOW «;
1. Formal education, desk study.
2. Fieldwork in Perth, Kuala Lumpur, Lima, 
Cape Town and Pretoria. Asking practitioners 
to reflect on their experiences
3. Through excessively rigorous methods. 
Through gatekeepers.
4. Through attending action planning events in 
the UK, through inspiration of and exposure to 
action planning methods
5. Through past involvement in urban design 
practice in South Africa and action planning 
workshops conducted as part of this research.
Figure 1.6: Reason & Bradbury's knowledge-creating process adapted to indicate the knowledge creating
process of this research.
The research method is not linear but consists of an open-ended series of loops similar to 
the process followed in design (Figure 1.6.). Eraut (1994), Schon (1983) and Reason & 
Bradbury (2001: 242 ) refer to the way in which a mature action research process typically 
unfolds as a series of non-sequential loops and how this informal process may be used to 
improve education and research that has become over-reliant on technical-rational 
methods.
The structure of a research document however requires that it be a rationalised set of 
themes and conclusions, which misrepresents the fuzzy or open-ended process of learning. 
This becomes more significant when considering that the research is concerned with 
developing-world urbanisation dynamics, where urbanism and urban management is 
constantly being redefined because of the confluence of hyper migration and neo- 
liberalism in what has been referred to as theatres of (capitalist) accumulation and zones of 
(cultural) diffusion (Armstrong & McGee, 1971). In an interview with Babar Mumtaz7 
who has significant development practice experience in developing countries, it became 
clear that urban design must redefine its position within each new context, and that it is 
only possible to prepare an urban design brief retrospectively in real life situations. For this 
reason any research of this type that is concerned with praxis is effectively flawed and 
must therefore be considered a learning process that yields guiding ideas rather than a 
conclusive strategy. Case studies become important tools for gathering grounded 
knowledge and were chosen to assist in resolving theoretical concerns.
7 Babar Mumtaz is director of the Development Planning Unit at University College of London.
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The stages presented below sets out the general direction of a non-linear knowledge 
gathering process:
STAGE 1: PROBLEM STATEMENT AND RESEARCH OBJECTIVES
The problem statement and listing of objectives are contained in subparagraphs 1.1, 1.2 
and 1.3 of this CHAPTER and takes the form of a series of concerns and an expression of 
interest in the role of urban design in corridor development. Concerns and the interest in 
the particular problem are based on knowledge gathered in six ways:
- First, reflection by the author on past experience of corridor development in South 
Africa (Comrie & White, 1999).
- Second, by reviewing a range of national, regional and local/metropolitan legal 
documents or planning frameworks that refer to corridor development in post apartheid 
South Africa (see list of policy and urban design frameworks in the bibliography). 
Third, by reviewing seminal literature that highlights the state of the world and the 
relative position of South Africa (Castells: 1996,1998; Potter & Lloyd Evans 1998; 
Beavon in Lo et al 1998; Sassen, 2000; Hutton & Giddens, 2000; Harvey, 2000). 
Fourth, by reviewing literature that relates to the political economies and planning 
systems of selected international case study countries and South Africa (Australia: 
Hamnett & Freestone, 2000; Friedmann, 1998; Hillier, 1999; Troy, 19967 Kuala 
Lumpur: Kaur & Mecalfe, 1999; Raslan, 2000; Brookfield, et al (1991)/ South Africa: 
Tomlinson 1994; Marais, 2001; Liebenberg & Stewart, 1997; Abbott, 1996; Bond, 
20007 Lima: Starn, 1995; Flindel Klaren, 2000, Skinner, 1981, Turner, & Fichter, 
1972)
- Fifth, reflection on the semi-structured interviews conducted with development 
practitioners who are either working in, or who have worked in corridor contexts in 
South Africa, Peru, Perth and Kuala Lumpur (see Annexures for sinopsis of 
interviews).
- Sixth, guest editing of a special issue of Urban Design International on Urban Design 
in South Africa, which provided the opportunity to ask urban designers to reflect on the 
practice of urban design in post apartheid South Africa (Schaug, Southworth, Low, 
Sanders, Bakker &Young, Lipman, Lloyd and Nicks. All forthcoming 2003).
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STAGE 2: INTERNATIONAL CASE STUDY SELECTION, INTERNATIONAL 
FIELD WORK AND TRANSLATION OF DATA
Since the planned corridor concept is new in a South African urban development context, 
valuable lessons may be learnt from corridor development in contexts where they have 
reached a level of maturity and/or where urban design has had an influence on their 
development.
During the literature review (stage 1) and through discussion with supervisors Lima, Kuala 
Lumpur and Perth were selected as case studies. The matrix below motivates the issues- 
based selection.
Figure 1.7: Motivation of international cases.
SOUTH
AFRICA
Since mid
1990's
LIMA 
(PERU)
Since early
1970's
KlALA 
LUMPUR
(MALAYSIA)
Since early
1970's
(formal)and
historic type
PERTH
(AUSTRALIA)
Since early 
1970's
AUTONOMOUS CORRIDOR SPACE
need to
consider
*
D
URBAN DESIG  
INFLUENCE 
IN 
CORRIDOR 
DEVELOPMENT
Need to
define
D
^
RAPID 
URBANISATION/ SETTLEMENT IN CORRIDOR SPACE
Need to
consider
*
«
CORRIDOR AS MECHANISM TO 
IMPROVE 
SUSTAINABILITY
High on
agenda
D
^
DUALISM, FRICTION 
BETWEEN 
MODERN AND TRADITIONAL
Problematic
D
«
CORRIDOR AS MAGNET FOR
PRIVATE 
INVESTMENT
Part of
neoliberal 
vision
*
^
CORRIDOR 
RETROFIT IN
SUBURBIA
Remnants of
Anglo Saxon 
culture
^
KEY 4 high priority D medium to low priority
- Villa El Salvador, Lima, Peru (see Annexure 6 for Fieldwork Report)
The Villa El Salvador case was selected because of the lessons that could be learnt from 
its autonomous, people driven development and from the use of an enabling, minimal grid. 
CHAPTER 3 will indicate how mass migration of the poor in South Africa has created 
conditions that are, as in the case of Lima, forcing large sections of the population into 
modes of semi-autonomy. Villa El Salvador is located adjacent to the Pan American
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Highway and forms part of a corridor that is developing spontaneously because of the 
access provided by that highway. Like South Africa, Peru also has a history of exclusion 
and social fragmentation that continues to impact on power relations in the city.
- Kuala Lumpur, Malaysia (see Anncxure 4 for maps and fieldwork report)
The Kuala Lumpur case is of relevance to this research because of the city's dualist 
corridor growth models and because of the social fragmentation with associated power 
struggles that continue to characterise Malaysian society. The city offers the unique 
opportunity to compare and evaluate a planned corridor (outward looking/wealthy 
communities/sanitised/investor friendly) and an unplanned corridor (inward looking/poor 
communities/spontaneously developing/ marginalised). These corridors run parallel to each 
other and generate a high level of transience in the older, unplanned corridor. Dualism and 
socio-economic transience also characterises South Africa's evolving political economy.
Perth, Australia (see Annexure 5 for maps and fieldwork report)
The Perth case is relevant to this research because of the suburban context that 
characterises much of Perth's North -Western corridor. The suburban contexts in corridor 
spaces are equally prevalent in South Africa because of a similar Anglo-Saxon influence 
and New World context. It is particularly the efforts to achieve high levels of sustainability 
through planned corridor development and the resultant efforts to intensify suburbs that are 
of relevance.
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STAGE 3: THE CONSTRUCTION OF AN EVALUATIVE AND THEORETICAL 
FRAMEWORK
The research is conducted with a coherent view of the corridor n mind. It is sensitive to the 
diverse forces that influence the urban designer's power base when operating in the 
corridor context. The various definitions of the corridor presented by others and the 
synthesised working definition of a corridor in South Africa presented by the author (see 
Chapter 2) suggest significant disciplinary overlap and opportunities for conflict and 
compromise. Urban design needs to become aware of these variables and needs to evaluate 
its own purpose in relation to these while remaining conscious of its ultimate aim to give 
physical direction to urban growth and change. Movement issues provide a common basis 
for disciplinary interest in corridor development while the level of interest and the relative 
power base is influenced by three key themes. The three key themes that inform the 
evaluation of relative urban design roles are:
The influence of South Africa's political economy on corridor development is 
evaluated and the relative potential of urban design to be an enabling discipline is 
considered in CHAPTER 3.
The influence of identity, transience and social heterogeneity on corridor development 
and the relative potential of urban design to be an enabling discipline is considered in 
CHAPTER 4.
The influence of a strategic urban management approach on corridor development and 
the relative potential of urban design to be an enabling discipline is considered in 
CHAPTER 5
The thematic evaluation of relative urban design roles provide the context for urban design 
action. Responsive action is evaluated at two levels:
- First, The scope for formal urban design approaches to be an enabling force in the 
participatory development of corridor space in post apartheid South Africa is 
considered in CHAPTER 6.
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Second, the scope for a participatory approach to urban design in corridor development 
in which the urban designer potentially becomes an active participant at the local scale 
is considered and tested in CHAPTER 7.
After a literature review the following selected theories were matched with the three 
themes and the two key opportunities for urban design action identified above:
FENCED THEMES KEY WORDS SELECTED THEORY
CHAPTER 3 South Africa's political 
economy
Neo-liberalism 
Hegemonic project 
Democracy
Urban Dualism 
- Marais(2001) 
Barberton, Blake 
Kotze(1998)
CHAPTER 4 identity, transience and 
social heterogeneity
Modernity 
Traditional 
Transient 
Marginal Man
Basic needs hierarchy 
Identity & Modernity
- Giddens(1991)
- Maslow( 1954,1999)
CHAPTER 5 strategic urban 
management
Corridor as project 
Rapid urbanisation 
Market space 
Action space 
Municipal 
budgeting
Neoliberal Metropolitan 
Government
Borja & Castells
(1997)
Devas & Rakodi
(1993)
CHAPTER 6 formal urban design Principles 
Vocabulary 
Minimal grid 
Power
First Principles
- Punter (1990).
- Schurch(1999).
- Crane (1960) 
Dewar &
Uytenbogaardt(1991) 
Calthorpe 
(1986,2000)
- McGlynn(1993)
CHAPTER 7 a development practice 
approach
Control
Autonomy
Action
Learn
Method
Participation, flexibility 
and enablement
Hamdi & Goethert
(1997)
- Wates (2000)
The evaluation of relative urban design roles and the judicious translation and use of 
relevant theory provides the opportunity to formulate an appropriate and contemporary 
strategy for urban design in South African corridor development.
Chapter I: Introduction
STAGE 4: LIMITED TESTING OF A DEVELOPMENT PRACTICE METHODOLOGY
The application of the evaluative framework presents indications of the potential of urban 
design to be an enabling discipline in the participatory development of the post apartheid 
integration corridor.
Ideas are tested in the laboratory of the Mabopane Centurion Development Corridor and 
are presented in CHAPTERS 6 and 7 and in Annexure 7. Testing involves:
- determining the geography of empowering urban development, based on Maslow's 
hierarchy of basic needs and on the availability of urban land.
matching appropriate levels of participation as defined by Arnstein (1969) and later by 
Hamdi & Goethert (1997) and Wates (2000) with the geography of basic needs, 
proposing an appropriate participatory methodology for testing
- performing a pilot participatory exercise that involves students from Technikon 
Northern Gauteng and from the University of Pretoria.
V-^TECHNIKON 
k " NORTHERN 
TRANSVAAL
S^SALLIGNMENT OF 
CORRIDOR
Figure 1.9: Location of tertiary institution 
that were involved in the action research 
process in relation to the MCDC Corridor. 
The laboratory of the MCDC corridor was 
selected because the corridor extends 
across the full range of urban typologies 
noted in subparagraph 1.4.3.
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STAGE 5: PRESENTING A STRATEGY FOR URBAN DESIGN ACTION
The strategy presented in CHAPTER 8 draws on the evaluation of the relative power base 
of urban design as defined in preceding chapters while considering the tools that are 
available to South African urban designers. It also considers shortcomings and potential for 
urban design to improve its capacity to play a more active part in corridor development.
STAGE 6: REFLECTION ON THE LEARNING PROCESS AND CONCLUSION
CHAPTER 9 presents a subjective self-assessment of how the four research objectives 
presented in subparagraph 1.3. have been met and recommends opportunities for further 
related research.
1.6. STRUCTURE OF THE THESIS
The contents of CHAPTERS are related to the evaluative framework that is presented and 
motivated at the end of CHAPTER 2.
- CHAPTER 1: (INTRODUCTION) Introduces the research, explains the background 
to the study, outlines the central research questions, sets out the scope of the research, 
the methodology adopted, and the value of the research.
- CHAPTER 2: (DEFINITION OF THE URBAN CORRIDOR) Gives thematic 
direction to the research by presenting a definitional, historiographic and 
morphological analysis of urban corridors. The analysis is based on a literature review 
and fieldwork findings.
- CHAPTER 3: (POLITICAL CONTEXT): Considers corridor development in post 
apartheid South Africa within the context of a transient political economy and 
determines the need for urban design to either challenge or satisfy political agendas.
- CHAPTER 4: (SOCIOLOGICAL CONTEXT): Considers corridor development in 
post apartheid South Africa within a context of transient urban communities and 
determines the relative need for urban design to satisfy ordinary people's needs.
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CHAPTER 5: (POLICY CONTEXT) Considers corridor development in post 
apartheid South Africa in a neo-liberal urban management context and determines the 
relative scope for enabling urban design.
- CHAPTER 6: (URBAN DESIGN PLAN AND PRINCIPLE) Considers 
formal/universal urban design approaches to corridor development based on plan and 
principle and relates these to the findings of the contextual analysis presented in 
CHAPTERS 3,4 and 5.
- CHAPTER 7: (PARTICIPATORY URBAN DESIGN) Considers a development 
practice approach to urban design and relates it to the findings of the contextual 
analysis presented in CHAPTERS 3, 4 and 5.
- CHAPTER 8: (URBAN DESIGN STRATEGY) considers the findings from the 
preceding CHAPTERS and presents an integrated strategy for effective urban design 
action hi South African corridor development.
- CHAPTER 9: (CONCLUSION) Sets out the overall conclusions of the research and 
identifies areas for further research.
Table 1.10 indicates the how the strategy relates to the various chapters of the thesis.
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FIGURE 1.10: HOW CHAPTERS RELATE TO EACH OTHER AND TO THE 
RESEARCH OBJECTIVES
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CHAPTER 2: DEFINING THE URBAN CORRIDOR
FIRST EVALUATION: DEFINE RELEVANT THEMES 
OF THE EVALUATORY FRAMEWORK
CHAPTER 3
POLITICAL 
CONTEXT 
(GLOBAL FOCUS)
CHAPTER 4
SOCIOLOGICAL 
CONTEXT 
(LOCAL FOCUS)
CHAPTER 5
POLICY 
CONTEXT 
(LOCAL FOCUS)
SECOND EVALUATION: DEFINE THE POLITICAL, 
SOCIOLOGICAL AND POLICY CONTEXT OF CORRIDOR 
DEVELOPMENT
CHAPTER 6: EXISTING VOCABULARIES: URBAN DESIGN 
PLAN AND PRINCIPLE (GENERIC AND FORMAL 
VOCABULARIES)
CHAPTER 7: AN ALTERNATVE, DEVELOPMENT 
PRACTICE APPROACH
LIMITED TESTING
CHAPTER 8: PRESENTING A STRATEGIC FRAMEWORK
CHAPTER 9: CONCLUSION
1.7 ANTICIPATED OUTCOME
The anticipated outcome of the research is the contribution to knowledge at two levels:
- the primary outcome: presentation of a strategic framework which assesses and 
communicates the potential of urban design to act as an enabling discipline in the 
participatory and sustainable development of the post apartheid integration corridor 
while considering the key external forces that influence the capacity to act and enable.
  the secondary outcome: the presentation of ideas from a knowledge-generating process 
that introduces an international audience to the challenges associated with South 
African corridor development and which may be particularly relevant to urban design 
praxis in the developing world.
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CHAPTER 2: DEFINING THE URBAN CORRIDOR
2.1. INTRODUCTION: 
2.1.1. AIMS AND SCOPE
This CHAPTER sets out to answer the question 'What is an urban corridor'. There are two 
reasons why this question needs to be answered
- First, this question was frequently asked during the course of my research. Many and 
widely differing answers were provided, each influenced by factors such as context, 
precedent or disciplinary focus. How people and institutions define urban corridors 
influences theory, strategies, policies and ultimately praxis and it is therefore important 
that its various definitions be considered as an introduction to the research.
Second, the analysis is used to inform selection of themes that will be considered in 
CHAPTERS 3, 4 and 5 which collectively aim to assess and presenting the context for 
urban design in corridor development in South Africa.
2.1.2. METHODOLOGY
It has often been noted that urban design, which is an evolutionary is distrustful of theory 
because of its responsive ethos and because it values the specificity of context. Urban 
design is therefore reluctant to be tied down by directives and thrives at the margins of 
development practice (Cuthbert, 2001; Goodey 1997; Schurch, 1999). This attitude 
amongst urban designers was confirmed during a range of interviews, and particularly with 
urban designers in South Africa who find it difficult to translate the already limited body of 
western theory to South Africa's developing country context (Thomashoff, White, Wood, 
Jordaan pers com 2002).
Based on this analysis, it is hardly surprising not to find a comprehensive set of urban 
design ideas or an analysis that deals specifically with urban corridors. It is however not 
uncommon to find inferred reference to the nature and merits of corridor development in
urban design frameworks and in urban design texts (Dewar & Uytenbogaardt, 1991;
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Alexander, 1977; Thorne, 1996; Barton et al, 1995; Calthorpe & Fulton, 2000) or as part of 
theory presented in associated fields, most notably transport engineering (Cervero, 1998; 
Maiorana, 1994). This is contrasted by the positivist promotion of ideas on the linear city 
in the early eighteen hundreds and early nineteen hundreds as documented by Fehl (1998) 
and the criticisms of ribbon development presented during the 1960's (Hall, 1988; 
Ash, 1966; Doxiades, 1968). These criticisms have mostly revolved around simplification 
of the urban form production process and disregard for social and political dynamics. 
While many interviews with urban designers suggested this, only one urban design text 
was found that considers the modern corridor a reincarnation of a naturally occurring, pre- 
industrial urban typology (Dewar & Uytenbogaardt, 1991). Potter & Lloyd Evans' (1998) 
observation that pre-industrial typologies are becoming increasingly relevant under 
conditions of rapid urbanisation and endemic poverty presently experienced in the 
developing world suggests that the type must not be discarded because of the failure of 
linear cities and ribbon developments in the industrialised world. Recent development 
trends, both in the industrialised and developing worlds indicate a resurgence of notional 
linear typologies, as part of a neo-liberal form production process. The type has been 
proposed on all continents as Cervero's study The Transit Metropolis (1998) indicates and 
is closely related to the normative aim of achieving sustainable urban form. (The neo- 
liberal and sustainable city form production process is discussed in CHAPTER 5 which 
deals with strategic urban management).
The analysis presented above firstly indicates that, given the topic of this research, no 
comprehensive theoretical framework for analysis is readily available and secondly, that it 
is easy to hold a confused or sectoral/discipline based view of the nature and purpose of 
corridors. This CHAPTER acknowledges these concerns and therefore aims to construct 
and communicate an understanding of the nature of urban corridors by referring to 
recorded examples and to a wide range of international cases. The analysis is based on:
- contemporary definitions provided by practitioners during interviews 
a literature review
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2.2. A COMPARISON AND ANALYSIS OF EXISTING DEFINITIONS OF THE 
URBAN CORRIDOR
2.2.1. INTRODUCTION
This section analyses and compares contemporary definitions of the urban corridor. Since 
many of the definitions are from primary sources, and originate from within the urban 
design discipline, it provides an opportunity to construct a contemporary, discipline-based 
definition.
2.2.2. CONTEMPORARY DEFINITIONS OF THE URBAN CORRIDOR
Table 2.1. contains twelve contemporary definitions of the urban corridor. The majority of 
definitions are derived from primary sources, thus reflecting current perceptions.
TABLE 2.1.
DEFINITION OF A CORRIDOR SOURCE KEY WORDS
Corridors are locations in both urban and rural 
areas along which new development can be located 
to benefit from existing or potential future access to 
effective public transport by road or rail. Corridors 
have been promoted as a means of integrating 
transport and land use planning so as to 
accommodate new development in ways which 
minimise private car use and enhance transport 
choice and accessibility.
Friends of the Earth 
United Kingdom
Armature for new
development
Enhanced choice &
access.
Access to public
transport
Integration of transport
and land use planning
Corridor or linear band development should not be 
confused with ribbon development. Whereas ribbon 
band development is typically one property thick 
each side of the road, the linear band is as thick as 
wide as possible while maintaining excellent 
accessibility to the public transport spine.
Davis,G 
R, 1995
Barton, H;
and Guise,
plOl)
United Kingdom
Linear band development 
not ribbon development 
access to public transport 
spine
In the context of the Integrated Development Plan 
for the GPMC, the term 'corridor' refers to a 
transportation spine of some nature (usually road 
or rail) which link certain important activity nodes 
in the urban structure and along which it is 
proposed to stimulate a range of development 
activities aimed at better utilisation of the 
transportation and other infrastructure with the 
specific aim of enhancing land use and transport 
(GPMC, IDP, 1999:ii).
Greater Pretoria 
Metroplitan Council, 
Integrated 
Development 
Plan(1999:ii) 
South Africa
transportation spine 
linkage of activity nodes 
stimulate development 
integrating(enhancing) 
land use and transport
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Spontaneous or planned development along 
activity spines which link metropolitan nodes. 
Corridor development differs from ribbon 
development in that ribbon development occurs in 
an uncontrolled and piecemeal fashion along 
major arterial routes on the urban periphery and 
contributes to sprawl.
Cape Town Metro 
Metropolitan Spatial 
Development 
Framework (1991) 
South Africa
spontaneous(non plan) or
planned
differs from ribbon
development
contains sprawl
controlled
Activity Corridors are linear, mixed use elements 
of urban structure containing an intense 
concentration of facilities such as retail, office, 
entertainment, work, industrial production, 
community facilities and housing amenities, 
focused on a series of transportation routes acting 
in concert. Such corridors are often characterised 
by areas of agglomeration as opposed to narrow 
bands of activity (Green et al 19961).
Centre for Scientific 
and Industrial 
Research (CSIR, 
1996) 
South Africa
linear 
mixed use 
agglomeration, 
not narrow 
ribbons
bands/
The term corridor has been defined in a 
transportation context as 'a strip of land between 
two termini within which traffic, topography, 
environment and other characteristics are 
evaluated for transportation purposes.
Maiorana, JJ 1994:2 
United States
strip of land
coordination of traffic, 
topography, environment
An urban corridor is a naturally occurring 
morphological element and must be distinguished 
from arterial spines and high streets at one level 
and regional corridors at the other. It should 
comprise several parallel routes of movement 
intervention in a complex way (preferably with 
public transport on these routes) - buses and rail 
with taxi's in between both on the parallel and 
cross routes and be extra-oridinarily complex in its 
activity and density profiles tending towards 
sustained intensity. It is a multi-stranded 
egalitarian, uncontested interwoven sinew and 
nerve of the city and its lifeblood.
Erky Wood 
Planner & Urban 
Designer, 
Johannesburg 
South Africa
Morphological
phenomenon
Parallel routes, multi
stranded
Movement
Public transport route/s
Cross routes
High density
A development area from A to B Hans Wilreker 
Architect & Urban 
Designer, 
Johannesburg, 
South Africa
Development 
Route
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It depends on scale. It has greatest clarity 
(comprehensibility) at precinct scale as a linear 
spatial construct - a linear organisation of a 
variety of symbiotic activities (cause and effect, 
catalyst and response). The corridor is a naturally 
occurring city element, which is a function of 
linear movement. Projects I have been involved 
with typically manipulate these various elements of 
activity, movement and the transactional spaces in- 
between.
Fritz Thomashoff 
Architect & Urban 
Designer: 
Pretoria, 
South Africa
Scale dependent 
Linear organisation 
Naturally occurring 
Movement 
Activity 
Transactional spaces
Corridors are natural development forms which 
has been around for centuries (and which has been 
inhibited by modernist planning). Intense urban 
linear development with the following main 
elements:
  Connectivity between nodes
  Density and continuity
  Multinodal transportation
  significant diversity of land uses
  absence of inhibitors 
accessibilty and mobility
Gerrit Jordaan 
Architect & urban 
Designer, Pretoria 
South Africa
Linear development
Natural development
forms
Inhibited by modernist
planning
Connectivity between
nodes
Density and continuity
Multinodal transportation
Significant diversity of
land uses
Absence of inhibitors
Accessibilty and mobility
A seam which is highly accessible, supported by 
public transport, and spatially able to support and 
sustain areas of intensive, mixed use development. 
This refers to 'corridor' within a metropolitan or 
local area context.
Suzanne Du Toil 
Architect & urban 
Designer, Cape Town 
South Africa
Seam
Public transport 
Intensive development 
Mixed use
An activity/development corridor is a linear strip 
of land connecting large activity nodes, traversing 
urban or inter-urban areas, surrounding a major 
transport facility or facilities, and providing an 
appropriate regional level of mobility and 
accessibility to adjacent areas and containing a 
high concentration of people and mixed land uses.
Mark Oranje 
Planner & university 
professor, Pretoria 
South Africa
Linear,
Activity nodes, 
Public transport, 
high density, 
mixed use, 
accessibility, mobility.
An analysis and comparison of the thirteen definitions provides the following insights:
- First, some definitions consider the corridor a planned armature for development while 
others consider it a spontaneous or natural morphological process which has been 
denied by modernist planning. This also indicates that the corridor is not a modern 
invention of planners but a historic type.
- Second, most definitions consider the corridor an appropriate urban type that improves 
access to a greater range of opportunities.
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- Third, some definitions are at pains to stress that corridors are not ribbon 
developments, clearly in response to the negative perceptions of ribbon development in 
the United Kingdom and the United States.
- Fourth, scale, linearity, integrated public transport infrastructure, activity nodes and a 
variety of land uses are recurrent themes related to the typology of the corridor. 
Significantly, three definitions emphasise transverse connections and the width of 
corridors. The word 'seam' suggests that lateral or perpendicular connections are as 
important as the main linear arteries.
A synthesis of the definitions presented above and the broad review of the corridor 
presented in this thesis requires the formulation of a working definition of the corridor that 
relates to urban design roles in contemporary South Africa:
An integrative urban corridor in South Africa is a context for local 
urban design action that relates to the broadly linear energies generated 
by both old and proposed new movement systems initiated by others at a 
regional scale. In post apartheid South Africa corridors aim to improve 
access by physically linking up segregated parts of the city. The 
associated fragmentation is not only physical but also socio-economic 
and socio-political.
Based on this definition it is clear that present and potential future energies are variables 
that need to be assessed within each of the diverse sub regions of the corridor for local 
urban design action in corridor space to be effective.
2.3. HISTORIOGRAPHIC REVIEW OF THE URBAN CORRIDOR 
2.3.1. INTRODUCTION
An historic review of corridors and associated urban types are necessary since historic 
types continue to influence current praxis. In urban design, which relies heavily on 
empirical data collected in the context of a painfully slow urban form production process,
history and associated morphologies remain important references.
_
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The contemporary definitions of corridors listed in subparagraph 2.2.3. indicates that both 
planned and unplanned traditions of corridor development are relevant to urban design 
praxis.
Appendix 2 which is included at the end of this thesis represents an original and referenced 
chronology of linear and associated urban forms which was compiled in a piecemeal 
fashion during the course of this research. The chronology vividly highlights traditions, 
and served a practical purpose by providing a handy catalogue for reference during the 
writing up stage of this thesis.
The review indicates the existence of the following traditions or types:
- First, pre industrial, un-planned and informally planned (unselfconscious 1 ): The agents 
for development are communities, often traders and merchants in pre-industrial society. 
This type is manifested through vernacular, communal- or anarchist traditions in which 
the state exerts little influence over development or in which it extends certain 
freedoms to agripolitan communities. Examples: Silk Route, Middle Eastern suqs, 
European market towns, Malaysian rural village.
- Second, contemporary un-planned and informally planned (unselfconscious): The 
agents for development are the urban poor in developing countries who use the edge of 
roads for entrepreneurial activities and/or to gain improved access to roads leading to 
formal opportunities of the city. Examples: Lima, linear villages of the Indian 
subcontinent, increasingly South African cities e.g. the Nl leading into Cape Town. 
Cairo - Alexandria corridor
- Third, Utopian (self-conscious): Though this tradition started well before the dawn of 
Modernism, the Utopias were mostly conceptualised in the functionalist era of twentieth 
century Modernism. In the context of this research, Utopian types are commonly
The terms unselfonscious and self-conscious used in this analysis are borrowed from Christopher Alexander's Notes on the Synthesis 
of Form (1964, chapter 6). Self-conscious design is the province of professionals, and is communicated through abstract principles and 
schemata. The unselfconscious process relies on "design being evolutionary rather than anticipatory", and on 'the existence of 
traditional taboo as well as slow movement of technical process
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referred to as Linear City models. Examples: Soria y Mata's Ciudad Lineal (1892), 
Carrier's Cite Industrielle (1904); Miultin's de-urbanist Plan for Magnitogorsk 
(1929), Le Corbusier's Cite Lineaire industrielle (1944), Friedrich's Lineare 
Ordnungstruktur (1930), The MARS Plan for London (1937).
Fourth, strategically planned (self-conscious): A contemporary approach in which the 
agents for development are the state and developers, aided by professional planners 
and/or urban designers. Associated strategies seek greater integration between 
transport- and land use planning. This type is most commonly, but not exclusively, 
found in industrialised countries where corridors act as catalysts for industrial 
development or sustainable development. Though displaying distinct typological 
features, this type should be distinguished from the early, functionalist types of the first 
half of the twentieth century. Contemporary definitions of urban corridors as found in 
planning literature mostly refer to this type. Examples (see annexure A): East Thames 
Corridor; England, Delta Metroplis; Holland, Malaysian Multi-media Super Corridor, 
Maputo Corridor; South Africa, Curitiba Corridor Plan;Brazil.
Fifth, theoretical (speculative) are usually conceptualised by a professional avant- 
garde. Whilst mostly unbuilt, the ideas challenge existing practices, stimulate debate 
and contribute towards planning and urban design praxis. Examples (see addendum A): 
Potteries Thinkbelt (Cedric Price et al, 1964), A Pattern Language (Christopher 
Alexander, 1977); Capital Web (Crane, 1960, 1964)
Sixth, empirical approaches (speculative/participatory) which test and communicate 
the legibility , spatial integration potential and sustainability of corridors while aiming 
to inform their design. Examples (see addendum A): The View from the Road 
(Appleyard, Lynch & Meyer,1969), Learning from Las Vegas (Venturi, Scott- Brown et 
al); The Townscape Theorists (Cullen, 1961).
Seventh, the corridor as mega-project (self-conscious) where central government or 
state funds are invested in massive infra-structural development with fixed budgets and 
deadlines. Examples: Boston's Central Artery Project (The Big Dig) and Malaysia's 
Multimedia Super Corridor.
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In the following section each of the seven categories are briefly discussed and illustrated 
by using appropriate examples.
2.3.2. PRE-INDUSTRIAL UN-PLANNED- AND INFORMALLY PLANNED 
TRADITIONS OF CORRIDOR DEVELOPMENT.
An analysis of pre-industrial urbanism suggests that linearity is synonymous with early, 
unplanned settlements, particularly in arid climates where trade was an important part of 
livelihoods generation. Linear settlement patterns were a logical response to the trading 
opportunities provided by transcontinental trade routes such as the Silk Route, the most 
important commercial route of the ancient world (Kheirabadi, 1991; Dewar & 
Uytenbogaardt, 1991;Browne, 1976).
Figure 2.1. Morphology of an Iranian City (Kheirabadi, 1991:46).
Figure 2.1.1. The Silk 
Route with associated urban 
settlements. (Kheirabadi, 
1991)
Figure 2.1.2. Bazar of 
Isfahan anchored by the 
Friday Mosque and Shah 
Mosque. Extended market 
within an integrated city. 
(Kheirabadi. 1991)
Figure 2.1.3. Inside the 
Rastih-bazar, Isfahan 
(Kheirabadi, 1991).
agricultural 
settlement
agricultural 
settlement with 
newly built 
caravanserai
early commercial 
settlement
integrated 
commercial town
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The close relationship between small scale agriculture and trade characterise the early 
stages of pre-industrial development, but soon specialisation resulted in the production of a 
wide range of surplus goods. The agricultural land gradually gave way to more 
commercial, residential and public uses. Apart from trade directly on the route, caravans 
traversed the route whilst distributing the goods. The intensity of trade activity along the 
route generated and sustained the primacy of the Silk Route.
Souks represent a mature versions the linear type in the Middle East. The pedestrianised 
souk typology provides a highly integrated context in which the central movement spine 
acts as the glue of the system. Slow moving traffic and the intimate scale allow for 
effective small-scale trade. Browne (1976) describes how the delicate balance which 
existed in the ancient suq of Isfahan has been threatened by the introduction of the private 
motor car and wholesale enterprise, which draws the energy out of the central spine.
921 ROMAN/ANGLO 
SAXON
Towcester, England. Village 
founded by the Romans. Stone 
wall by Anglo - Saxons. 
Incremental linear extension 
along route connecting the 
village with others.
16m CENTURY SAXON
The Manor of Birmingham in 
Saxon times: town and 
communal land (Cadbury Bros, 
1943)
1553 MARKET TOWN IN 
TUDOR TIMES
Birmingham in Tudor times. 
Linear extension of the market 
town along regional roads. 
Cottage and field. (Cadbury 
Brothers Limited, 1943).
16* CENTURY LINEAR 
EUROPEAN VILLAGE
German Woodland Village. 
Each family worked a strip of 
mixed land within a small 
community overseen by a 
chieftain (Moholy-Nagy, 
1968).
Figure 2.2. Pre-industrial Linear Typologies
Pre-industrial European settlements displayed a similar linear pattern that stretched along 
routes between main centres. Agricultural production often took place on communal land 
while the development of market towns were controlled by guilds. This indicates that 
development was not an entirely spontaneous process. In England the guilds had to acquire 
permission from the king to hold markets on prescribed days (Cadbury Bros, 1943).
The typology of German woodland villages is the result of each family in the village being 
allocated a narrow strip of land. According to Moholy-Nagy(1968), production in each
village was overseen by a 'chieftain' or lord of the manor, who was in charge of the market
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and guaranteed seed and help in time of crop failure. The typology of narrow lots 
stretching back from a distinctly urban streetscape of houses is similar to that still found in 
rural Malaysia today. The rural village typology in Malysia recognises water as valuable 
resources and permits each household equal access along a narrow river frontage. Despite 
the forces of industrialisation, the pre-industrial status quo was sustained in Malaysia by 
Malay nationalism until 1969 when riots broke out in which indigenous Malays started to 
challenge immigrant Chinese's control of commerce and business (Brooksbank, 1983; 
Kaur & Metcalfe, 1999).
The author's field observation in Kuala Lumpur indicates that, while urbanisation is rapid 
and irreversible, traditional settlement patterns are still prevalent. The informally planned 
nature of the Malaysian village typology is the symptom of an age old communal tradition 
built on harmony and equal access to natural resources (Brooksfield, 1983).
Figure 2.3.1. Linear typology of a traditional Malay village with elongated agricultural lots stretching back 
from a narrow river frontage (adapted by author from 1:50 000 topographical map)
coco palm
Figure 2.3.2. Malay homestead (photo by author, Figure 2.3.3. Fruit trees, rubber, coco palm and rice 
2001) paddy on a single elongated lot. (drawing by author,
2001)
In 'Lace of Country Streets' Alexander (1977 Chapter 5) refers to this type as a logical 
extension of an unselfconscious rural tradition (see further discussion in subparagraph 
2.3.7). Lionel March (1968) of Cambridge University's Land Use and Built Form Studies
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Unit showed that a one house deep market town pattern, if fully developed into squares of 
roughly a mile each, could work for millions of people.
The discussion has thus far centred on pre-industrial traditions outside Africa. Were there 
any indigenous traditions of corridor developments in Southern Africa, the focus area of 
this research? Experts on African and Southern African urbanism concur that compact 
settlements, including linear settlements, were non-existent before the European 
colonialism and that prevailing tribal systems encouraged isolated 'homesteads' (Hull, 
1976; Peil & Sada, 1984; Lye & Murray 1980). Occasionally larger temporary settlements 
such as the Zulu king Dingaan's circumferical city of 30000 warriors called Mgungundlovu 
and the famous Great Zimbabwe were established either for purposes of defence or 
ceremony (Peil & Sada, 1984). When hostilities subsided, subjects returned to their 
homesteads. These 'cities', were not first increments of an active city building process as 
found in medieval Europe where fortifications typically evolved into permanent towns and 
cities. Isolated examples of early African urbanism existed on the East Coast where Arabic 
traders generated settlement patterns similar to those found in the Middle East. Here trade 
was also the catalyst of linear urban form in trade centres such as Zanzibar, Sofala, Gedi 
and Mogadishu (Hull, 1976).
2.3.3. CONTEMPORARY UNPLANNED- AND INFORMALLY PLANNED 
CORRIDORS
Peter Hall (1988) uses the term City of Sweat Equity to describe an urban condition, which 
exists in many parts of the developing world. According to O'Connor (1983:16) Africa 
provides unparalleled opportunities to see 'cities in the making'. Urban populations have 
increased dramatically and have generated conditions in which millions are struggling to 
secure a livelihood. Informal networks similar to those found in pre-industrial Europe 
abound in these cities. The informal dynamic is particularly evident in Latin America, 
Africa and Asia where up to 70% of the cities are considered informal (Dietz, 1998).
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Beranaim, Malavsia Cape Town, South Africa
contracting 
Zone 
opportunities
Existing 
settlement
Winterveld, South Africa Benoni, South Africa
Figure 2.4. Population shifts along the old and new Fl%ure 2' 5' Cities in the makin%: sP°«< e s trade 
Zaria-Kano mad sections, Nigeria (Simon, 1996:68) alonS transport routes in Malaysia and South Africa
(photos by author).
A combination of forces generates an entrepreneurial spirit that, as in many pre-industrial 
economies, attracts people to the edges of national and provincial roads in the 'unpoliced' 
peripheries of African cities. Simon( 1996:68) illustrates such an informal migration of 
people from an old to the new Zaria - Kano road in peri-urban Nigeria. The reason for this 
is twofold: first to gain improved access to the main centres lying furter down the road and 
second to utilise improved trading opportunities along the road's edge. During fieldwork 
similar informal road-edge activities were observed in the peripheries of Malaysian, 
Peruvian and South African cities (figures 2.5 and 2.9). Gaoyo's (1996: 221) observation 
that 'African street traders are still influenced by their traditional way of living, which has 
always been to subsist and to work at a leisurely pace rather than to strive for financial 
gain or to work excessively hard' is highly contestable. Urban life in all developing 
countries limit both a welfare and subsistence option and demands equal inputs from the 
urban poor in order to generate a livelihood. For many the informal economy is the only 
route towards achieving this aim (Dietz, 1998; Farringdon, 1999).
South American examples (figure 2.7; 2.8 and 2.9.) show how informal settlements on the 
peripheries of primate cities such as Lima and Caracas have evolved rapidly into dense 
autonomous settlements. An analysis of the Peruvian case documented by Skinner (1976), 
Turner (1972) and Flindel-Klaren (1999) illustrates how political conditions in the 1970's 
shaped a climate in which the urban poor were 'free to build". Fieldwork in Malaysia
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indicated the prevalence of an informal roadside culture which, like in South Africa, is 
prevented from being consolidated by a market driven land management system. The 
potential of informal roadside settlements to grow and to evolve into compact corridors is 
thus directly dependent on the political economy. This close relationship between political 
economies and corridor development is discussed in Chapter 2.
Figure 2.6. The Cairo-Alexandra Corridor. 
Along the road from Cairo to Alexandra, which 
extends for 220km, lie five large cities and a 
number of small and medium scale towns and 
villages. These urban centres are interrelated 
and affected heavily by the connecting route 
and the two major poles at each end. They have 
experienced high rates of spontaneous growth 
during recent decades both in population and in 
area. If these settlements continue to grow at 
the same rate, an extensive megalopolitan area 
may appear along the corridor. Such a 
metropolitan area would house almost half oj 
the Egyptian population. 
(Rakodi, 1997:147)
Figure 2.7. Caracas, Venezuela: Dramatic, 
unplanned corridor (C as tells, 1983)
Figure 2.8. Freedom to build: Power vested in 
people (Drawing by Juan Tokeshi of the Lima 
Based NGO DESCO (2001).
Figure 2.9. Incremental growth in Villa El Salvador, Lima, Peru (photos by author).
SETTLEMENT
Pachacutec, Lima 
First generation 
urbanites 
Shelter, livelihood
Yearl
INFORMAL TRADE
Pachacutec, Lima 
Modest trade, 
livelihood 
Entrepreneurial
Yearl
CONSOLIDATION
Villa El Salvador, Lima 
Community, 
betterment
Year 2-10
FORMALISATION
Villa El Salvador, Lima 
Surplus 
Capitalist 
Second generation
Year 10-30
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2.3.4. LINEAR CITY UTOPIAS
In typical modernist functional city fashion, Korn (1953) and Collins (1959) display a 
strong belief in the universal potential of self-conscious linear urban form to improve urban 
life. Both lament the lack of recognition which the Spanish engineer Soria y Mata, whom 
they considered the father of linear planning, had received for his radical Ciudad Lineal: a 
pre-modernist plan for the extension of Madrid (1892).
1892 CIUDAD LINEAL, MADRID 1937 MARS PLAN, LONDON
ITEORU 01 u« C1UDADCS LINEALES UWJW3
Figure 2.10. Diagram of the Ciudad Lineal 
envisaged for Madrid by Arturo Soria y Mata. 
The section shows the central traffic spine 
and the plan shows an urbanised belt 
connecting two existing nodes (Fehl, 1998).
Figure 2.11. Korn et al: MARS Plan. 'Double 
comb' system. A diagrammatic transport grid 
with the main artery along the work area, the 
local arteries serving the district units of 600 
000 and the ring line serving distribution 
centres on the outside of the town (Korn 
1969).
Very little came of the functionalist Linear City of Soria y Mata and subsequent 
generations of planners (Fehl, 1996, Collins, 1959). While originally mooted as radical yet 
realistic by their authors, which include influential figures such as Le Corbusier (Cite 
Lineaire industrielle; 1944/45) and Frank Lloyd Wright (Broadcare City; 193'2), a 
retrospective analysis demotes the Linear City to the status of unbuilt Utopias.
In The Linear City Fad, Ash (1966) notes that their authors, mostly modernist architects 
dabbling with city design, simply misunderstood the complexities and ambiguities of urban 
life in which informal networks and energy flows denied such sterile, rational solutions. In 
A City is Not a Tree, Christopher Alexander (1966) famously attacked the rationalist 
paradigm of planning for failing to deal with ambiguity and overlap. Doxiades (in Lewis 
1968:49) made a simple series of sketches in which he illustrated what he considered to be
the problem with linear cities. The sketches show that, when a pure linear system is
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intersected by a transverse connection, a new node is created which rapidly grows to 
compete with- and weaken or dominate a rigidly planned and preconceived linear system. 
The only guarantee for the protection of a linear system is provided by topographical 
constraints, where movement-energy and space is contained, as is the case of Edinburgh 
(linear ridge) or Caracas (deep valleys).
DOXIADES
(1968) 
LINEAR DISTORTION
CHRISTOPHER ALEXANDER
(1966) 
4 A CITY IS NOT A TREE*
RATIONAL PLANNING REALITY
LINEAR FORM TRANSFORMED INTO A 
POLYCENTRIC ARRANGEMENT UPSIDE DOWN TREE SEMI-LATTICE
Figure 2.12. Doxiades' and Alexander's analysis of linear distortion and open-endedness.
2.3.5. STRATEGICALLY PLANNED CORRIDORS
Figure 2.13. Strategically planned growth centres along a hundred mile corridor in the greater Salt Lake 
City area (Calthorpe & Fulton, 2001: 153)
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1940's Speculative ribbon development can be considered the first strategically planned 
corridors. Their post war design was aimed at a growing middle class of nuclear family's, 
each wealthy enough to own a motor car. Opportunistic, developer driven ribbon 
developments were soon discredited because of the associated congestion and poor 
environmental quality. Hall (1988:315) describes this phase of urban history as The Revolt 
Against the Highway, which resulted in a shift towards urban mass transport. Stockholm 
and Copenhagen were pioneers of strategically planned corridors from 1945 onwards. 
Today Stockholm is arguably the best example anywhere of co-ordinated planning of rail 
transit and urban development (Cervero, 1998:109). Stockholm's General Plan shifted the 
focus from the linear city to a polycentric extension along mass transit routes. After almost 
six decades of strategic development the relationship between transit and the surrounding 
community in Stockholm is quite unique. Rail stations are physically and symbolically the 
hubs of communities.
Figure 2.14: Evolution of a transit metropolis. Stockholm, 1930 - 1990 (Cervero: 1998: 114).
The evolution of Stockholm (figure 2.14.) indicates that the pattern of linear extension had 
in fact existed before 1945, when the architect Sven Markelius's General Plan was 
adopted. Mass transit made it possible to extend a traditional pattern in proportion to 
population increase. Today about half of Stockholm's 720 000 people live in planned 
satellite towns (Cervero, 1998:109). Stockholm's transit metropolis was however not 
without its problems. The same functionalist ideals which spawned the linear city concept 
had influenced the design of first generation satellite towns ((1945-1957). Built on a 
monumental, Le Corbusier- style scale, with buildings set on vast super blocks, these new 
towns were roundly criticised by for being institutional and sterile.
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By the 1980's many industrialised and developing countries had adopted the corridor 
approach under widely varying social and economic conditions. The NdoT(2001) cite the 
following as primary reasons for its current popularity in metropolitan level strategic 
planning in South Africa:
First, sustainable development: the type allows for integrated land use and transport 
policy.
Second, Shrinking public budgets under neo-liberal conditions favours focused 
infrastructural development along corridors over blanket investment.
- Third, post modernism has blurred the boundaries between professional disciplines 
and has resulted in a loss of centralised planning control. This can be read as an 
acknowledgement that the corridor as a 'naturally occurring urban event' as defined by 
the South African urban designers Wood, Jordaan and Thomashoff (pers com 2002) 
has been restrained by modernist planning.
Australia (Melbourne, Perth, Sydney) Brazil (Curitiba, Porto Alegre) South East Asia 
(Singapore) the Netherlands (Delta Metropolis) and the United States (Salt Lake City area) 
present well-known cases of strategic corridor development (Hamnett & Freestone, 2000 ; 
Brooksfield, 1983; Cervero,1998; Calthorpe & Fulton, 2001). Curitiba's road and bus 
(versus rail based) case study has had a significant impact on post apartheid planning in 
South Africa and is the point of reference in many urban development frameworks 
(MSDF,1991 [Cape Town]; ISF, 1991 [Johannesburg]; MCDC, 1997[Pretoria]) in which it 
is commonly referred to as the 'what works best scenario'. Because of the impact of the 
Curitiba case, which has recently come under increasing criticism because of associated 
authoritarianism, it is discussed in relation to South Africa's political economy in 
CHAPTER 2.
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2.3.6. THE CORRIDOR AS MEGA PROJECT
Figure 2.15.
Boston's Central artery 
Project under construction 
in 2001 (The Big Dig, 
2002).
Boston's Central Artery Project is the largest, most complex and technically the most 
challenging (highway) project ever attempted in American history. The Central Artery 
tunnel enables the separation of the two competing forces of mobility and accessibility in 
the corridor. When completed, the 7.5 mile long corridor will consist of 161 miles of 
highway, mostly below grade and 150 acres of parks and open space at grade. The parks 
and open space will re-integrate two halves of a city by replacing the continuous barrier of 
the highway. The project's active focus on completion within fixed budgets and time 
frames deviates significantly from the notion of corridors as 'perpetual works in progress' 
(The Big Dig, 2002, Butina Watson in Hayward, S and McGlynn, S eds. 1993).
A similar but more modest approach to physical urban integration was encountered during 
fieldwork in Perth, Australia. A section of the highway which passes the inner city zone 
was depressed to allow for the integration of suburbs towards the west of the highway. 
Unlike Boston, the reclaimed land over the highway was not developed as a linear 
parkland/corridor, but as an extension of the urban grid of the inner city. Both examples 
show that high land values and market demand around functional and popular inner city 
area justify the high cost of depressing mobility spines in industrialised countries.
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BEFORE AFTER
BOSTON
PERTH
2.76 Different ways of reclaiming lost space in Boston and Perth.
Another example of the corridor as mega-project which rivals the magnitude of Boston's 
Central Artery is Malaysia's Multimedia Super Corridor (see Annexure 4: Fieldwork 
Report Kuala Lumpur). Significantly, this example is in a developing country which aims 
to achieve industrialised country status by 2020 (Kaur & Metcalfe, 1999). The grand 
corridor project is the brainchild of Malaysia's autocratic prime minister Mohammad 
Mahatir and stretches for fifty kilometres between the Kuala Lumpur International Airport 
and the Kuala Lumpur City Centre (Mohamad,1998). At the time of the author's study visit 
in September 2001 vast amounts of federal funds had been invested in highway 
infrastructure, a mosque, a presidential palace and a series of monolithic government 
buildings. Development is overseen by the Multimedia Super Corridor Corporation 
(MSCCDC, 2000). The massive initial investment by the federal government is aimed at 
attracting international private investment. The field observations indicate that, apart from 
being a sterile self-conscious environment, there has been very little interest from private
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investors. With no freedom of the press and no freedom of speech in Malaysia, the tax 
paying citizens of Malaysia are being lead to believe that they are building a world-class 
city which will ultimately outdo Singapore as the economic powerhouse of the region 
(Mohamad, 1998).
MAHATHIR 
MQHAMAD
Multimedia
Super 
Corridor
Figure 2.17. The corridor as 
political project. Book by 
Malaysia's prime minister. 'The 
Concept has spread across the 
international community like 
wildfire. I think there is not a single 
country does not know the MSC. I 
hear people talking about the MSC 
all the time, wherever I go, even in 
Mongolia.'(Mohamad, 1998:7).
While the corridor as a mega project may match the resource base of an industrialised 
country, the Malaysian case may prove a costly experiment. Globalisation has prompted 
the 'can do' development of an instant corridor and the world's tallest building as 
marketing exercises in Kuala Lumpur. Beyond these window dressing exercises, Malaysia 
displays all the symptoms of a developing country. The inability of such projects to 
facilitate trickle down to the poor has been criticised since the 1960's, but this view 
continues to be dispelled by neo-liberal developing world economies (Barberton, Blake & 
Kotze 1998; Wisner, 1988; Wood, pers com 2002).
Figure 2.18.
Government buildings under 
construction in Kuala Lumpur's 
Multimedia Super Corridor 
(photo by author).
Figure 2.19.
Divergence in Kuala Lumpur. 
Informal market in the foreground 
and global posturing via the 
Petronas Twin Towers in the 
background (photo by author).
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2.3.7. THEORETICAL APPROACHES TO CORRIDOR DEVELOPMENT
Theoretical corridors are typically conceptualised by a professional avant-garde or by 
analysts of historic urban form. The ideas are provocative and challenge existing practices, 
stimulate debate and contribute towards planning and urban design praxis.
POTTERIES THINKBELT CITY COUNTRY FINGERS
Figure 2.20.1: Potteries 
Thinkbelt (Price. 1966:483).
country tihgfTS, 
at least i rnilf \vidr
' f,M UJAy&&*
ctty fingers.
ai niosi i mile wide
LACE OF COUNTRY 
STREETS
country roads
square miles i' "- half acre lots
Figure 2.20.2. Keep 
interlocking fingers of 
farmland and urban land, 
even at the centre of the 
metropolis. The urban 
fingers should never be 
more than 1 mile wide, 
while the farmland fingers 
should never be less than I 
mile wide. (Alexander, 
1977:29).
Figure 2.20.3. In the zone 
where the town and the 
country meet, place country 
roads at least a mile apart, 
so that they enclose squares 
of countryside and farmland 
at least one square mile in 
area. Build homesteads 
along these roads, one lot 
deep, on lots of at least half 
an acre, with the square 
mile of open countryside on 
farmland behind the houses. 
(Alexander, 1977:31).
Cedric Price's Potteries Thinkbelt (1964) propose radical possibilities through the benefits 
of technological progress while Christopher Alexander (1977) proposes an "entirely new 
attitude to architecture and planning' based on an observation that 'most of the wonderful 
places in the world were not made by planners and architects but by people'.
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The Potteries Thinkbelt is a twenty to twenty five year university for North Staffordshire, 
largely science based including a range of variable housing available equally to local 
residents and students with associated communal rail based facilities, and links to both a 
national and international academic grid.
In A Pattern Language (1977) Alexander et al proposes Lace of Country Streets (chapter 5) 
as part of his pattern language. The pattern presents an unplanned tradition of corridor 
development that challenges the validity of existing suburbs. The suburb is dismissed as an 
"obsolete and contradictory form of human settlement' (1977:30).
Influential theoretical contributions originate almost exclusively from universities in 
wealthy countries, where leftist dissent is nurtured within a cocoon of academic privilege. 
Barker (in Hughes & Sadler 2000:2) acknowledges the fact that expansion of British 
universities in the 1960's provided the necessary patronage for their non-plan pursuits and 
that it was based in a context where people were becoming richer and choosier.
Whilst supporting a non-plan approach, Hamdi et al (1996) display an acute awareness of 
the gap between non-plan traditions in the industrialised and developing worlds. Here 
privilege, wealth and choice is limited. Cities are perpetual works in progress, the pace of 
which demands active participation from development practitioners. Titles such as 
Educating for Real (Hamdi, 1996), Action Planning for Cities (Hamdi & Goethert,1997) 
and Housing Without Houses (Hamdi, 1991) capture the spirit of an approach which 
acknowledges the need to focus professional efforts on immediate needs rather than on a 
radical reinvention of past traditions or a radical projection of future possibilities.
2.3.8. AESTHECIST AND EMPIRICIST APPROACHES TO CORRIDOR 
DEVELOPMENT
The movement-aesthetecists take an alternative view by which design is related to the 
sensory experience of corridor space. Bentley(2002:266) describes it as the 'motation 
approach to urban space as an open choreographic score '. Proponents of this movement 
use illustrations which capture frames of the corridor experience. Alternatively, 
environmental psychologists ask city users or students to produce their own representations 
of what they experience or recall of an experience of moving down a route or corridor, 
which then becomes the basis for further analysis and form prescriptions. The approach
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considers urbanites consumers of urban space, which entitles them to improved levels of 
user satisfaction.
Appleyard, Lynch et al and Halprin are important exponents of a movement that 
contributed towards shifting the boundaries of planning and architecture to include 
environmental psychology. In The View from the Road (Appleyard, Lynch et al, 1969) and 
Cities (Halprin, 1972) they analysed the sensoric/visual experience of moving down 
vehicular movement routes such as Boston's Northeast Expressway. Their ideas were 
originally influenced by Gordon Cullen's Townscape (1961), which Bentley(1999: 124) 
describes as the most widely read design book in planning circles. While Townscape 
captures and analyses movement at the pedestrian scale, The View from the Road is 
concerned with the highway experience in the motor age.
Venturi and Scott Brown's Learning from Las Vegas (1973) presents a similar aesthetecist 
approach while Francine Houben of the Dutch architecture and planning practice Mecanoo 
has recently re-introduced mobilitheitsesthetiek (movement aestetics) as a radical 
possibility in the corridors of Holland's newly proposed Delta Metropolis (Houben, 1997, 
2001). Houben's approach differs from Lynch, Appleyard and Venturi's empirical 
approach. It recognises the imminence of massive investment in buildings on green field 
sites along corridors in a country where there is very little alternative place to build. 
Houben suggests that if these corridors are going to be developed to high densities anyway, 
developers may just as well be encouraged to build within a holistic framework that creates 
pleasant corridor spaces at no or marginal additional cost. In Composition, Contrast, 
Complexity Houben (2001) notes that many local authorities have enthusiasticly joined the 
debate, which has in turn resulted in joint and co-ordinated mobiliteitsesthetiek 
commissions for stretches of Dutch corridor-routes such as the Zuydersee- and Louis 
Coperus routes.
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Figure 2.21.
Mobility Aesthetics. Corridors as 
untapped source of visual 
entertainment for the highway 
user (Houben, 2001).
CORRIDOR ROUTE
2.3.9 CONCLUSION : HISTORIOGRAPHY REVIEW OF THE CORRIDOR
The analysis suggests that interest in corridor development may be classified into a range 
of types and that scholars have often chosen to focus on one or more dimension of corridor 
development. Both the definitional and historiographic review of urban corridors indicate 
categories of corridors to the left and right of an approach which aims to give people 
greater control over the development of their cities. There is also a clear differentiation 
between what Alexander (1987) calls self-conscious and unselfconscious traditions of 
corridor development.
2.4. AN ANALYSIS OF THE TYPOLOGICAL AND GENERIC ELEMENTS OF 
URBAN CORRIDORS
2.4.1. INTRODUCTION
To facilitate the negotiation of a path between self-conscious and unselfconscious 
traditions of corridor- development, an analysis of the typological and generic elements 2of 
planned corridor-models is necessary. The use of generic corridor elements in regional sub 
corridor plans is substantial when considering urban design frameworks presented in the 
the United States (Calthorpe & Fulton, 2000), Australia (Western Australian Planning 
Commission 1996, 2000) Malaysia (City Council of Kajang, 1999) and South Africa 
(MCDC,1999; City of Cape Town, 1999). The generic elements used in the post 1970
2 See Annexure 1: Glossary of Terms for a definition of generic elements
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development of Curitiba's (Brazil) six finger, spider web plan have been particularly 
influential in South Africa (MSDF, 1999; MCDC, 1997). The generic elements used in the 
United States is part of the new regional paradigm that is developing within the New 
Urbanisf* movement.
Front-loaded and expert-centred ideas on the physical structure of corridors and the need 
for using generic elements in corridor development, as presented in various studies of the 
parastatal Centre for Scientific and Industrial Research and the National Department of 
Transport in South Africa provide proof that corridor development is considered a science 
by influential bodies who are closely involved in policy formulation (Naude, 2000; Green, 
Hennesy & Katzshner 1996;NDoT, 2001).
National roads departments and provincial- or metropolitan governments, which typically 
base strategic planning on five year budgetary cycles, require planning departments to 
motivate and quantify large scale infra-structural needs in advance of their delivery 
(ID AS A, 2001, City of Cape Town, 1999). Apart from more subtle strategic considerations 
such as access, mobility and sustainability, corridors become convenient mechanisms for 
packaging and ordering publicly funded infrastructure. This results in the formulation of 
'corridor menus' which prioritises the delivery of generic elements.
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Figure 2.22. Extract from the menu of priorities associated with the five year Business Plan for the Wetton
Landsdowne Philippi Corridor (City of Cape Town, 1999)
See Annexure 1: Glossary of terms for a definition of New Urbanism.
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2.4.2. THE MAIN GENERIC ELEMENTS OF PLANNED CORRIDORS 
2.4.2.1. THE GENERIC CORRIDOR PLAN
Table 2.1. defines key corridor concepts presented in regional planning and transport 
engineering literature in South Africa. A review of frameworks and research papers 
indicates the active adoption of generic elements in corridor development frameworks 
(Naude, 2000; Kleynhans, 2000; WAPC, 1996, 2000; Green & Emslie, 1999; Turok & 
Watson, 2001; City of Cape Town, 1999).
N
d 
.,.(dedicated
transport route)
/ 
Figure 2.23. Conceptual arrangement of generic corridor elements (adapted from Naude, 2000: 3)
 ACTIVITY
t^ovrre-
Figure 2.24. Idealised Activity Corridor (Chittenden &Associates, 1990)
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KEY TO FIGURES (PREVIOUS PAGE)
Mobilty spines (1) 'Limited access mobility routes (parallel or radial) for both fast moving 
private transport (e.g. a freeway) and public transport on a separate, 
dedicated right of -way (e.g. a railway or busway), with frequent 
connection to the activity spine or main road' (Naude, 2000:3).
The mobility spine has regional significance and satisfies the traffic 
engineer 's aim of achieving optimal traffic flows between development 
nodes. Typically the design of a mobility spine is based on extruded 
section with an optimally planned amount of lanes in each direction. 
Where the optimal amount of lanes are projected to allow for future 
traffic increases, adjacent strips of land are reserved for the construction 
of additional lanes. In urban design terms the mobility spine becomes an 
edge unless it is depressed as in the case of Boston 's Central Artery 
where it becomes a seam. The mobility spine is connected to the activity 
spine at regional intervals.
Activity spines (2) activity spine accommodates different travel modes, handles 
relatively large amounts of traffic and provides for connectivity or 
contact along its length as well as between passing traffic and roadside 
establishments. A range of high-density land uses (such as retail, office, 
commercial uses, selected industrial development and industrial) should 
be located directly next to and abutting onto an activity spine' 
(Naude:2000)
this refers to the central road or high street of the activity corridor which 
carries the major road-based public transport and consequently provides 
the best locations for business and community facilities as well as high 
density housing. The road gives direct access to a range of high intensity 
land uses including retail, cultural and residential (Green et al, 1996)
'a route found in proximity to the mobility spine ' (MCDC:1997) 
'links urban nodes with each other' (MC DC: 1997)
'the routes are intended to provide for efficient and safe regional and 
local traffic movement whilst integrating community through 
development frontage wherever possible' (WAPC, 2000:21)
Lateral connectors (3) Higher order roads which link the activity spine and mobility spine (MCDC, 1997).
Urban Nodes/ Activity 
Nodes (4)
An activity node is a place of highest accessibility where both public and 
private investment tends to concentrate. An activity node offers the 
opportunity to locate a large range of activities, from small to large 
enterprises, often associated with mixed-use development. Transport 
interchanges, bus stops, railway stations, should coincide with the nodes 
along the activity spines in the corridor (Naude,2000:3).
Are defined as 'places of the highest accessibility and advantage -where 
both public and private investment tend to concentrate' (MCDC, 1997),
Magnets that attract economic activity (MCDC, 1997).
In Western Australia's Liveable Neighbourhoods, the nodes are at the 
centre of mixed use, walkable neighbourhoods.
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Inter modal transfer 
points/ nodes (5)
Creates opportunities for economic activities because of intensified 
pedestrian activity (MCDC, 1997)
Urban Edges/ corridor 
boundary (6)
Aimed at preventing urban sprawl and
Creating seams of interface with commercial agriculture and/or urban 
agriculture (MCDC,1997)
The generic elements indicated in figures 2.23 and 2.24 are organised in response to factors 
such as scale, budget, existing development or topograpghical constraints. The strategic 
approaches in industrialised countries are often based on the assumption that major infra- 
structural elements associated with mobility (railway lines, highways and mobilty spines) 
need to be developed first in order to stimulate the commercial land market. In developing 
countries where the commercial land market is weak and the public sector poorly endowed, 
the process is often reversed and rail-based mass transit is often replaced by taxi, taxi-bus 
and bus transport (figure 2.25.).
Figure 2.25. 'reverse chronology' of development of generic elements in developing countries 
(MCDC,1999:7). (I) highway (2) mobility spine (3) lateral connector (4) activity nodes (5) 
activity spine.
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Fifure 2.26. Incremental growth in a developing country. Services, utilities and land titles 
follow rather than precede development(Hamdi 1991)
2.4.2.2. THE GENERIC CROSS SECTION
Bullock (in Martin & March, 1972:105) notes that 'the self conscious designer' , in order 
to reduce his/her task to manageable proportions, attempts to pick out sub-systems and 
attach a nomenclature, and then manipulate areas of the design in relative independence of 
each other. The cross-section often represents such an independent sub- system within the 
set of generic corridor elements.
The activity spine of corridors has been variously represented as a generic section. This is 
the result of a strategic need for activity spines to 'accommodate different travel modes, 
handle relatively large amounts of traffic (including public transport) and provide for 
connectivity or contact along its length as well as between passing traffic and roadside 
establishments' (Naude, 2000). The cross-section of activity spines typically becomes the 
subject of conflicting interests. Architects and urban designers concerned with local scale 
development will use the section to facilitate human scale, pedestrian interface and spatial 
enclosure while traffic engineers and regional planners are primarily concerned with traffic 
flows (Green, Emslie et al, 1999; Simon, 1996).
Figure 2.27. represents a list of generic sections that indicate its perceived importance as 
a structuring device in corridors.
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Figure 2.27. Generic Corridor Sections
}W
V?
La Ciudad Lineal (1892)
The cross section was extruded to 
become the plan.
u s in e ss
 A ccess road $~ 
bus lanes
Curitiba(1965-)
'The cross section recognises the 
interdependence between 
transport and land use planning' 
(Kleynhans, 2001:38).
*. 
^1x
Halt Road, Cape Town 
(1999)
Proposed alternatives for 
retrofitting transport 
infrastructure and sidewalks 
within an existing 25 metre wide 
road reserve of the Upper Halt 
Road Corridor. In this case the 
first(top) section is preferred by 
the urban designers while 
acknowledging the fact that 
traffic engineers will opt for the 
second alternative. The third 
alternative is accepted as a 
compromise (Green, Emslie et al 
1999: 7)
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Raleigh, North Carolina, Southern Beltway before and after 1969
(Maiorana, JJ 1994:20)
The Cross Section and 
Corridor Preservation
Maiorana (1994) indicates the 
extent to which rational 
determinism dictates the 
reservation of urban land for 
future roads infrastructure in 
planned corridors in the United 
States. Similar approaches aimed 
at maintaining roads standards 
are employed in many countries, 
including South Africa.
The section is consciously 
'generous' to allow for the 
reservation of contingency space.
The approach shows little 
integration with surrounding land 
uses.
2.4.2.3. GENERIC CORRIDOR SCALES
Corridors in South Africa have sometimes been proposed at a grand scale. The proposed 
Mabopane Centurion Development Corridor stretches over a distance of more than fifty 
kilometres and is indiscernible to the eye. Others such as the Philippi-Lansdowne-Wetton 
Corridor which stretches over a distance of some twelve kilometres seems more realistic 
and improvements resulting from a focused public investment drive are clearly discernible 
in space.
Despite this, scale seems irrelevant in a corridor development process that considers 
corridors a perpetual work in process, while some rationalists link the success of urban 
sub-systems to size while using the multiplier effect and critical mass to support their 
arguments (Martin & March, 1971). Green et al (1996:3-16) reverses the argument by 
noting that the viability of corridor development in South Africa remains unproved at the 
scale envisaged.
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Where development of corridor-infrastructure is linked to five year public budgets and 
assumes the characteristics of a project with measurable outcomes, an emphasis on scale 
becomes inevitable. The NDoT (2000) identifies three primary scales of corridors on the 
basis of management structures and their ability to attract investment:
- First, corridors at a provincial scale. The corridor stretches between two or more 
metropolitan areas. Foreign-, central government-, and provincial funds are typically 
invested in the extended corridor-zone.
- Second, corridors at a metropolitan scale. Development of the corridor is managed and 
funded by metropolitan government.
- Third, corridors at a local scale. It typically develops around a major suburban street 
in the fashion of English high streets and American strip developments.
Scale is also measured by using somewhat arbitrary and questionable sets of quantitative 
indicators (NDoT, 2000: 2-96). Variables including resident population, number of jobs, 
predicted annual retail sales and length are used to classify corridors as small, medium or 
large and to motivate investment in one proposed corridor over another (see Chapter 6).
2.4.2.4. GENERIC CORRIDOR WIDTH
Some scholars argue that a corridor has an optimal width. This clearly disregards the open- 
endedness of urban-morphological processes and is as controversial as most of the 
deterministic instruments of modernist planning. Delimitation of width was highly 
prevalent during the Linear City movement which proposed an optimal linear band of 
development as in Miulthin's 1931 plan for a linear Stalingrad (Collins, 1959: 87). 
Alexander's City Country Fingers 'pattern' indicates that urban fingers should never be 
more than one mile wide (Alexander, 1977:29). More recently, Barton et al (1995) consider 
one kilometre a sustainable corridor width.
Others have supported their views by relating width to convenient walking distances within 
a pedestrian friendly corridor. According to Naude (1991: 3-3) corridor width is related to 
the notion of lateral threshold, which is determined by the number of people within 
walking distance of the activity spine. The average maximum convenient walking distance
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is indicated as 800 metres to 1 kilometre (10-15 minutes). A rule of thumb therefore is that 
the maximum effective zone for an activity corridor is considered to be approximately 2 
kilometres, i.e. 1 kilometre on either side of the activity spine.
The habit to express ideal corridor width in 'ones' unwittingly generates suspicion. Green et 
al (1996:i) is sceptical of notional width and notes that corridors are often characterised by 
areas of agglomeration as opposed to narrow bands of activity, which negates the necessity 
to emphasise its width. Under certain conditions, and particularly when the corridor 
becomes a retrofit, it would seem more sensible to consider the corridor as a loose fitting 
series of agglomerated stable local districts as proposed by the Western Australian 
Planning Commission (1996) at Jindalee and by Thorne (1996) at Baralink, Johannesburg 
(Figure 2.28).
Turok & Watson (2000) warns that in a context of minimal resources typically found in 
developing countries, discretion is supplemented by control. Frameworks which are 
intended to be open to discretionary adaption then become blueprints in the hands of 
uncritical bureaucrats who were schooled in the previous system of centralised control.
Figure 2.28. Thorne, S (1996:18) Corridor as series of stable local districts rather than limited 
parallel routes: Baralink, Johannesburg, South Africa.
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2.4.2 CONCLUSION: AN ANALYSIS OF THE TYPOLOGICAL AND GENERIC 
ELEMENTS OF THE URBAN CORRIDOR
The analysis raises concerns over what Wood (pers com, 2002) calls approaches 'driven by 
generic responses looking for generic problems' an 'undeniably powerful city element used 
regardless of context and in lieu of thought'. An analysis of the various definitions that 
were provided by urban designers during fieldwork indicates that corridors are often 
considered viable and appropriate responses in the post apartheid South African context. 
Because of the scale at which corridors are proposed, their 'construction' have however 
become politicised and their development mandated by power elites. During the immediate 
post apartheid era governments departments, notably the National Department of Transport 
and the Department of Trade and Industry have considered themselves custodians of the 
corridor development process. The strategic focus was strongly influenced by the 
engineering disciplines who have shown a strong preference for quantitative methods 
(Wood, pers com 2002). Within a free market land management system that pushes the 
poor out to the extreme periphery of the city there has been little scope for spontaneous, 
non-strategic corridor growth of the type described in many definitions.
Urban design, which 'thrives at the margins' as suggested by Goodey (1997) and which 
values qualitative methods, reflexivity, responsiveness and human scale (Bentley et al, 
1985; Barnett, 1982; Shirvani, 1982) is bound to be frustrated by a dominant discourse 
which favours the generic over the real. The struggle between the generic and the real and 
between large-scale, strategic and small-scale actions is considered in CHAPTERS 6 and 7 
which deals with urban design methods.
2.5. CONCLUSION AND PRESENTATION OF AN EVALUATIVE FRAMEWORK 
2.5.1. A SUMMARY OF THE DIVERGENT VIEWS OF CORRIDORS
The analysis presented in this CHAPTER was based on three themes. The question What is 
an urban corridor? was answered by referring to existing definitions, by conducting a 
historiographic review and by analysing the typological and generic elements of urban 
corridors. The analysis indicates how different people and organisations view the urban 
corridor. The different views may be classified into five dominant types:
60
Chapter 2: Defining the urban corridor
First, the technocratic view by which the corridor is defined as a quantifiable, 
physical type. According to this view the principle aim of the corridor is to facilitate 
mobility and access via well planned and standards based transport infrastructure. 
Because traffic engineers enjoy considerable control during the initial stages of 
corridor design, many technocratic, transport-related definitions and descriptions exist. 
(NdoT, 1999, 2001; Pedersen, 2001; Maiorana, JJ: 1994: 2; Cervero, 1998).
Second, the sustainable view by which the corridor is defined as a vehicle for 
achieving sustainable urban growth and for intensifying existing low density and 
mono-functional settlements (Calthorpe & Fulton, 2000; Newman & Kenworthy 1999; 
Barton et al, 1995; Morris & Kaufrnan, 1998).
Third, the nee-liberal, political view by which corridors are defined as strategic 
national and regional scale armatures for private investment with associated trickle 
down benefits for the poor (Jourdan, 1996, 1998, NdoT, 2000).
Fourth, the autonomous/incremental view by which corridors are considered naturally 
occurring types that develop their own logic. It is considered that this view of corridors 
in developing countries will yield significant benefits in terms of empowering poor 
communities (Simon, 1996; Hamdi, 1991; Romero (undated); Kheirabadi, 1991, 
Jordaan, 2002, Thomashoff, 2002).
Fifth, the aesthetecist view, which is a simplified view that is concerned primarily with 
the aesthetic appeal or the environmental psychology associated with corridor space 
(Houben, 2001; Halprin 1972; Appleyard, Lynch & Meyer, 1969; Venturi, Rauch & 
Scott Browne, 1973)
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2.5.2. CONSTRUCTING AN EVALUATIVE FRAMEWORK
The evaluative framework relates to three key points that emerge from the definitional and 
historiographic analysis of the urban corridor:
EVALUATE THE CONTEXT FOR ACTION AND DEFINE APPROPRIATE URBAN 
DESIGN ROLES WHILE CONSIDERING A WORKING DEFINITION OF THE 
URBAN CORRIDOR
The working defintiion of an urban corridor was presented as:
An integrative urban corridor in South Africa is a context for local 
urban design action that relates to the broadly linear energies generated 
by both old and proposed new movement systems initiated by others at a 
regional scale. In post apartheid South Africa corridors aim to improve 
access by physically linking up segregated parts of the city. The 
associated fragmentation is not only physical but also socio-economic 
and socio-political.
Based on this definition it is clear that present and potential future energies are variables 
that need to be assessed within each of the diverse sub regions of the corridor for local 
urban design action in corridor space to be effective.
EVALUATE THE CONTEXT FOR ACTION AND DEFINE APPROPRIATE URBAN 
DESIGN ROLES WHILE RECOGNISING BOTH SELF-CONSCIOUS AND 
UNSELFCONSCIOUS TRADITIONS OF CORRIDOR DEVELOPMENT.
The five views of corridors presented in the previous section of this chapter indicates that 
definitions are strongly influenced by disciplinary bias and contextual variables. It suggests 
that corridors are sites of disciplinary, economic and political struggles. An integrated 
strategy for corridor development is unlikely to entirely satisfy sectoral interests. Rather, it 
is likely to represent an overlap or compromise, both in the way it is conceived and 
managed. The urban designer is likely to find him or herself in a position where s/he 
constantly has to negotiate and adjust his/her viewpoints while considering the working
definition of a corridor presented in subparagraph 2.2 of this chapter. The working
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definition may be expanded to include lessons from the historiographic review. The review 
suggests that a positivist approach to corridor development needs to be tempered by an 
awareness of the fact that some of the most successful examples of corridor development 
in history are unselfconscious and driven by people's own actions. The working definition 
may be supplemented with the following definition.
Corridors in developing countries are often unselfconscious events driven 
by the many small-scale actions of poorer urban communities rather than by 
the actions of urban managers and built environment professionals.
Urban design needs to consider its role both in terms of the former, self-conscious tradition 
associated with the working definition and the latter, unselfconscious definition that 
became evident after conducting an extensive historiographic review of the corridor. 
Recognition of an unselfconscious tradition suggests that urban designers may choose to 
support a view by which greater autonomy is extended to urban communities in selected 
corridor contexts. This thesis will evaluate the viability of such an approach and will 
motivate its viability before a strategy that considers both self conscious and 
unselfconscious traditions is presented in chapter 8.
EVALUATE THE CONTEXT FOR ACTION AND DEFINE APPROPRIATE URBAN 
DESIGN ROLES WHILE RECOGNISING THE NEED FOR A CHANGE OF FOCUS 
AMONGST SOUTH AFRICAN URBAN DESIGNERS
The definitional analysis suggests that too many South African urban designers have 
reverted to using generic corridor plans and sections of the type presented in subparagraphs 
2.4.2. There are often practical reasons for this, not least lack of resources and time. This 
research offers the opportunity to propose a well-considered strategy for urban design that 
is less generic and more responsive to our own unique urban contexts. Punter and Carmona 
(1996:127) note that designers are constantly shifting between operational responsive and 
inferential modes and that they cannot afford to lock themselves into any one design 
tradition, and that they need to look broadly at the full range of qualities which society 
wish to extract from the built and natural environment. In order to develop a more balanced 
approach to urban design practice in South African corridor space, this research aims to 
strengthen the responsive dimension of practice by defining the nature of the context to
which they need to respond.
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Since corridors are typically conceived at a regional scale, the context is more complex and 
more strategic than when urban design operates at the usual sub-regional and local scale.
STRUCTURE OF THE EVALUATION
The evaluation of the context for urban design action is presented in the next three 
chapters.
- CHAPTER 3 considers South Africa's political economy which determines a range 
higher order opportunities and constraints.
CHAPTER 4 considers the main sociological variables present in corridor contexts 
and aims to define how people relate to each other, to the state and to the market. This 
is an important component of a thesis presented in an industrialised country since it 
serves to inform a reader that may be unfamiliar with subtle local variables.
CHAPTER 5 considers the urban management model in South Africa and defines 
the policy context and relative power base of urban design in corridor space.
In the aims and scope section of each of these CHAPTERS, appropriate themes will be 
defined that relate specifically to corridor development. The findings of these 
CHAPTERS represents the evaluate framework of this thesis. The possible use of the 
various urban design tools presented in CHAPTER 6 and 7 will be measured against the 
contextual findings of CHAPTERS 3, 4 and 5 (evaluative framework) and will act as a 
filter for the urban design strategy presented in CHAPTER 8.
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CHAPTER 3: A REVIEW OF SIX KEY DIMENSIONS OF SOUTH AFRICA'S
POLITICAL ECONOMY THAT INFLUENCE CORRIDOR 
DEVELOPMENT
3.1. INTRODUCTION
3.1.1. AIMS AND SCOPE
This CHAPTER is the first of three CHAPTERS that are jointly concerned with defining 
the context of corridor development in post apartheid South Africa. The CHAPTER 
considers South Africa's political economy in a global context and relates it to corridor 
development.
3.1.2. METHODOLOGY
The six themes presented in this CHAPTER were selected after a desk study of the 
influence of political economies on urban development. Theories presented by South 
African authors Marais (2001) and Barberton et al (1998) and by international scholars 
Devas & Rakodi (1993) informed the thematic analysis. The Lima and Kuala Lumpur case 
studies 1 also informed the analysis by providing an indication of the spatial outcomes of 
different political economies.
The six themes of the analysis presented in this chapter are:
First, Urban Dualism, which refers to the parallel existence of large 
formal- and informal economic sectors.
Second, Good Governance and Technical Rationalism, which refers to 
the bias towards quantifiable 'measurables' and 'deliverables' in urban 
development under neo liberal conditions.
Third, Market Lead Development/ Divergent Development which refers 
to a bias towards the requirements of an international clientelle whose 
investment needs require substantial trade liberalization.
See Annexures 4 and 5 for Fieldwork Reports____
65
Chapter 3: The Influence of South Africa's Political Economy
Fourth, mass migration/ urbanisation in the South African context refer 
to the changes in urban- and cross border settlement patterns after the end 
of apartheid and to the global preference for a urban/capitalist culture 
over a traditional rural/subsistence culture. The net results of these forces 
have been excessive strains on public funds and the overburdening of 
urban infrastructure.
- Fifth, metropolitan government, which refers to the post 2000 era when 
fragmented municipalities in South African cities were consolidated into 
unified regulatory bodies as found in many cities around the world. The 
system vests powers in metropolitan governments, which allows them 
sufficient independence to compete in a neo-liberal world economy.
Sixth, structural adjustment, which refers to the politically induced 
process of devaluing local currencies in order to create favourable 
exchange rates for foreign direct investment and to stimulate the export 
of locally produced goods. Structural adjustment impacts significantly on 
the urban poor since the prices of imported basic food stuffs and fuel are 
increased disproportionally while public spending is curbed.
The analysis of the complex set of events, rules and conditions which constitute a 
country's political economy is a task fraught with difficulty. When the country under 
review is as transient as post 1994 South Africa, the task becomes even more difficult 
(Barberton et al, 1998, Marais, 2001). It is however important to contextualise the corridor 
since development at the scale of corridors are sites of political and economic struggles of 
which form is largely a by-product. If urban design is to empower people by assisting in 
the provision of the right kinds of spaces at the local or sub-regional scale, it needs to 
formulate strategic actions in response to the political economy.
Whilst the five themes are discussed separately, they represent an interwoven set of causal 
links. Repetition and cross referencing are therefore unavoidable features of the analysis.
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3.2. URBAN DUALISM 
3.2.1 INTRODUCTION
Urban dualism is recognisable in most developing countries (Devas & Rakodi, 1993; 
Potter & Lloyd Evans, 1998; Simon, 1992; Gilbert, 1996; Castels, 1998) and particularly in 
South America, South East Asia and Africa. It is manifested inter alia by the parallel 
existence of formal as well as informal sectors, the spatial segmentation of these sectors, 
different levels of infrastructure provision to these sectors and an associated spatial 
separation of low income areas from middle- and high-income areas.
The creation of new inequalities may be considered an unexpected or ironic outcome of 
South Africa's transition to democracy and needs to be viewed within a broader historical 
context.
3.2.2. URBAN DUALISM CONSIDERED WITHIN A WIDER HISTORICAL 
CONTEXT
The race-based inequalities of apartheid South Africa are well documented. There are 
however clear indications that a combination of forces have created new pressures on the 
poor, which results in an increase rather than a decrease of inequality (May, 1999; 
Barberton et al, 1998). The African National Congress (ANC) actively pursued a socialist 
agenda from its formation in 1934. For over four decades repressive acts such as the Land 
Acts, the Group Areas Acts and Education Acts were actively challenged by those outside 
the white power block (Bond, 2000).
The ANC and other liberalisation movements had always anticipated a radical change of 
government, a seizure of power, which would instantly improve conditions for the poor 
and land-less. The end of the Cold War and the demise of communism and socialism in the 
late 1980's created conditions that favoured a negotiated rather than revolutionary 
transition to democracy in South Africa. In what is now widely considered a 'grand act of 
appeasement ', the socialist Reconstruction and Development Programme (RDP) became 
the ANC's 1994 election manifesto. Widely lauded, it captured the spirit of the anti- 
apartheid struggle and guaranteed new rights and freedoms for ordinary people. Figure 3.2. 
(adapted from Liebenberg & Stewart, 1997: 94) indicates the scope of the paradigm shift
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as charted by the RDP. The early post apartheid paradigm clearly represents a basic needs 
approach to human- and urban development.
Figure 3.1: Normative Paradigm Shift in South Africa's Political Economy
The RDP proved short lived and had little impact on socio-economic conditions. By June 
1996 it had been overwritten by the Growth, Employment and Redistribution Policy 
(GEAR). GEAR is South Africa's neo-liberal macro-economic strategy drawn up in 
'somewhat secretive conditions'. The secrecy is ascribed to a fear of popular revolt against 
the ANC's sell-out to global capitalism (Bond, 2000:39; Marais, 2001:162 ; Liebenberg & 
Stewart, 1997:9).
In a chapter titled "The Evolution ofANC Economy: A Short Walk to Orthodoxy2", Marais 
(1996: 122-152) analyses the series of events which transformed a communist/socialist 
liberation movement into a government that now subscribes fully to the rules of global 
capitalism. Bond (2000: 23-46) and Barberton, et al (1998:40-62) present similar analyses. 
The authors display broad consensus on the historic events which lead to the introduction 
of GEAR. The ANC's inability to deliver on its sweeping pre-election promises and
A play on Long Walk to Freedom, Nelson Mandela's biography.
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international pressure are given as the main reasons for the ANC's economic capitulation. 
At the time of writing in 2003 the ideological aims of the RDP (Figure 3.1.) had been 
severely compromised and, despite various official denials, conditions now reflect the 
inequalities of urban dualism found elsewhere in the developing world. In an ironic twist, 
home-grown inequalities of apartheid has been replaced by a new set of externally imposed 
inequalities that are class-based rather than race-based.
Morals (1996:232) notes that the chances of the neo-liberal agenda being suspended in the 
medium to long term are slim and that in the unlikely event of it happening, such a 
suspension would be linked to global rather than local political events. The reason given 
for this is the ANC government's extraordinary ability to achieve and sustain hegemony. 
Hegemony refers to the capacity of a ruling class to nurture the active consent of broad 
sections of society. The ANC started the hegemonic project, which is based on consensus 
building within the institutions of civil society, long before the end of apartheid. Nelson 
Mandela's critical role in nurturing broad based consensus, which cuts across race and 
class, is legendary. The hegemony project has therefore reached a high level of 
sophistication and vigour. From a humanist perspective conditions can at best be described 
as 'top down but flexible and adaptive' (Liebenberg & Stewart, 1997: 9). By August 2002 
the ANC government tinder Thabo Mbeki had taken the neo-liberal agenda a step further 
by masterminding the New Economic Plan for African Development (NEPAD), a 
continent wide strategy for global competitiveness.
This analysis indicates that urban dualism is an outcome of the ANC's hegemonic project 
and that it is likely to remain a defining symptom of South Africa's urban contexts.
3.2.3. THE INFLUENCE OF URBAN DUALISM ON CORRIDOR DEVELOPMENT
Parallel existence of formal as well as informal sectors, the spatial segmentation of these 
sectors, different levels of infrastructure to these sectors and an associated spatial 
separation of low income areas from middle- and high-income areas have been identified 
as the defining characteristics of urban dualism. These forces are likely to impact 
significantly on corridor development in South Africa, particularly when considering the 
geographical spread of a corridor such as the 50 kilometre long MCDC corridor that aims
to link established parts of Pretoria with its semi-subsistence hinterland. 
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Green & Hennesy (1996: 2-6) note that:
'the general consequence of these patterns are that low income people are usually situated on 
the peripheries of cities in developing countries. Furthermore the economic and social 
interaction opportunities of low-income people are strongly constrained by where they are 
settled, and by the quality and user cost of the public transport network. On the other hand the 
formal sector is focused on the production and growth of marketable output for wider markets, 
which means high rates of resource consumption and utilisation as well as fast, long haul 
interaction between specialised and segregated urban environments.'
Green & Hennessy's analysis indicates that there is a relationship between urban dualism, 
mobility and access. Mobility and access are important variables in the corridor debate. 
Whilst trying to bridge the spatial gap between segregated sections of the apartheid city, 
the corridor concept has generally struggled to integrate the two parallel and seemingly 
incompatible systems associated with urban dualism. Within the dualist equation, mobility 
(upper circuit) and access (lower circuit) constantly compete for space and resource 
allocation.
Fieldwork in Kuala Lumpur (Malaysia) and Lima (Peru) provides an indication of how 
urban dualism is variously expressed in corridor space. Despite the fact that both Malaysia 
and Peru are developing countries, their diverse political economies have had very 
different causal effects on the development of corridor space:
- Kuala Lumpur presents a scenario where an instantly planned and self-conscious 
corridor runs parallel to an evolutionary and unselfconscious corridor. The two 
'circuits' seem to acknowledge their incompatibility but this is reinforced by a regime 
that is bent on maintaining the pristine, marketable image of the planned Multimedia 
Super Corridor (upper circuit).
- The Lima case represents a merging of circuits where both the upper and lower circuits 
compromise their respective functions of access and mobility. Unlike the Malaysian 
case, the government has generally been weak and the ideological focus of subsequent 
regimes has been inconsistent, thus forcing the urban poor to wrest a higher level of 
autonomy for themselves (Dietz, 1998; Flindel Klaren, 2000). This has resulted in an 
assertion of popular autonomy in corridor spaces through an unchecked overflow of 
activities from the lower to the upper circuit.
Chapter 3: The Influence of South Africa's Political Economy
Figure 3.2. provides a graphic illustration of the varying degree to which urban dualism is 
manifested in the corridor spaces of Malaysia and Peru. The Malaysian case demonstrates 
how the opposing (upper- and lower circuit forces) remain segregated due to political 
control while the Peruvian example indicates how the circuits are fused when political 
control is weak.
Interviews with Naude and Thomashoff3 in Cape Town and Pretoria respectively 
confirmed that much of the debate around the strategic planning of corridors in South 
Africa revolves around the dual aims of achieving mobility and access. Mobility is a much 
simpler concept than access and there is a common misconception amongst technocrats 
that improved mobility will automatically lead to improved access. Simply stated it is 
considered that introduction of roads and rail will automatically improve people's life 
chances (access). Certain basic needs first have to be satisfied before this is true, unless of 
course travel on public transport is free or very cheap. In developing countries with dualist 
political economies those who have already satisfied their basic needs requirements is 
likely to benefit most from improved mobility. This explains why the very poor continue to 
cram into slum areas of the inner city rather than squatting on the periphery.
Indications are that, as in Malaysia, political control is often used to segregate the upper 
circuits (elite/mobility) and lower circuits (poor/access) in South Africa. Cape Town 
provides an example where physical barriers have been erected along the Nl highway 
leading into Cape Town. It is a desperate attempt to protect the highway's mobility (upper 
circuit) from being compromised by 'illegal' efforts to use the highway as a springboard 
towards improved access by trading directly on it (lower circuit). It is therefore not 
surprising to see points of forced exit through barriers at frequent intervals. In lower 
energy peripheral areas such as the Winterveld the overflow remains largely unchecked 
and is fast approaching the 'fused' circuits conditions witnessed along Lima's Pan 
American Highway (figure 3.2).
3 Andries Naude is a planner at the Centre for Scientific and Industrial Research Council in Stellenbosch, 
outside Cape Town. He has advised the National Department of Transport on corridor development. Fritz 
Thomashoff was an urban design consultant on the development of a framework for the Mabopane Centurion 
Development Corridor.
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Figure 3.2 : the manifestation of urban dualism in corridor space
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3.2.4. CONCLUSION : THE INFLUENCE OF URBAN DUALISM ON CORRIDOR 
DEVELOPMENT
The analysis indicates that inequalities associated with urban dualism is likely to generate 
uneven local responses to physical/infra-structural corridor elements. The Urban dualism 
associated with developing countries also suggests that mobility does not necessarily lead 
to improved access and that this needs to be considered within the context of each 
proposed corridor. The basic needs requirements of resident corridor communities is an 
important variable in evaluating mobility and access. Fieldwork findings suggest that, 
under conditions of extreme poverty, roads that are classified as mobility spines may be 
spontaneously converted into activity spines with active trading on its verges (pre- 
industrial corridor typology). World's best practice in terms of the up front provision of 
generic corridor elements that prioritised mobility needs to be critically reviewed in 
relation to dualist urban contexts.
3.3. TECHNICAL RATIONALISM
3.3.1 INTRODUCTION
Technical rationalism has had an indelible influence on urban development in South 
Africa. Both the country's pre- and post apartheid political economies have encouraged 
and sustained technical rationalism in three important ways:
- First, Tomlinson (1994), Dewar (1995) and Oranje (2000) note that while the 
post-modern paradigm did much to discredit the functionalist determinism of 
modernist planning elsewhere, its systematic application was artificially 
sustained in pre 1994 South Africa because it fitted apartheid's aims of spatial 
segregation. This means that a pseudo modernism was practised in South 
Africa long after the demise of mainstream modernism elsewhere.
- Second, due to the gradual rather than sporadic overhaul of the decidedly 
technocratic apartheid state machinery, South Africa's transition to democracy 
was negotiated rather than revolutionary. No pool of alternative skills were 
immediately available to replace Machiavellian, apartheid-style technocrats 
who comfortably retained their posts during the 'soft transition'. This also 
meant that there was no immediate pressure on technocrats to change their 
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inward-looking methods (Marais, 1997; Barberton et al, 1998:109). Oranje 
(2000:15) notes that, through lack of an alternative, technically minded 
consultants were themselves involved in Grafting a new planning system. His 
experience was that 'while they were technically very competent, they were not 
always equally well endowed with vision and heart'. With the rationalisation of 
local governments in 2000 and the ongoing restructuring attitudes may begin to 
soften (see CHAPTER 5).
- Third, South Africa's neo-liberal economy favours a rules-based system of 
'good governance' aimed at efficiency, stability and growth (Marais, 1996:234, 
Oranje, 2000). Old style technical rationalism in a new guise clearly suits the 
ANC's rules-based agenda (Oranje, 2000).
3.3.2. THE INFLUENCE OF TECHNICAL RATIONALISM ON CORRIDOR 
DEVELOPMENT
There is abundant evidence to suggest that the three factors (subparagraph 3.2.1.) that have 
perpetuated- or are sustaining technical rationalism in urban development are equally 
applicable and perhaps more applicable to corridor development than to other forms of 
urban development in South Africa. During interviews hard-nosed resistance to criticism of 
the 'corridor concept' was displayed by some bureaucrats and senior planners. Rather than 
facilitating reflection as anticipated, some interviews evolved into an all out defence of the 
corridor concept by interviewees (see Annexure 3: South African fieldwork report). 
Central to their defence is a strong belief that Curitiba's decidedly technocratic and top- 
down corridor solution could be retrofitted to South Africa's cities. The technical-rational 
underpinning of the Curitiba model is emphasised by the following quote:
// is important to realise that what is often perceived as grassroots green activism in Curitba 
was in reality the ideas and actions of an elite group of benevolent urban planners. There was 
little public participation in terms of the development of the framework and the approach was 
very much a top down development left to technical specialists. 
(CSIR, CR-96/015p6~14)
Ketso Gordhan, the Director General of the Department of Transport has had a strong hand 
in promoting corridors in South Africa. His convictions were largely based on what he saw 
in Curitiba:
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Gordhan made a trip to Curitiba where he was, according to an informed source, hugely 
impressed with the corridor city and what had been achieved through the integration of land 
uses, roads and transport planning. He returned to South Africa convinced that this type of 
integrated planning was the way forward. (NdoT, 2001: 2-66).
This is a significant observation since many planners seem to base their understanding of 
the corridor on the Curitiba model. Green & Hennessy (1996:iv) notes that many assume 
that because Brazil is a developing country, the Curitiba concept is very relevant to South 
Africa. The model features prominently in many policy documents and frameworks related 
to the corridor development and vast number of officials and development practitioners 
have undertaken publicly funded pilgrimages to Brazil (pers com Kleynhans, van der 
Merwe, Nicks; MLH,1995; NDoT, 2001). A planner in Pretoria noted that there is 'no 
other example of a corridor worth considering' while Cape Town's Metropolitan Spatial 
Development Framework (MSDF,1991) makes outright reference to the Curitiba model as 
the 'What Works Best Scenario'. The underlying message is that if the National 
Department of Transport considers Curitiba to be the benchmark, then why waste energy 
and resources in pursuing other alternatives? An equally plausible explanation is that the 
rational clarity of the Curitiba model appeals to the old school of modernist/rational 
planners who continue to occupy management positions in the state machinery.
The National Department of Transport (NdoT) are the official custodians of strategic 
corridor development in South Africa. The NdoT (2001:2-66) supports corridors because 
they bring 'rational economies into the system and result in a smaller transport subsidy '. 
In any context it could reasonably be assumed that a national department of transport 
would firstly be concerned with mobility and optimal, quantifiable efficiency. Technical 
rationality is intrinsic to achieving this goal.
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Figure 3.3. Technical 
rationalism exemplified. 
1967 Pretoria Freeway 
Scheme. The proposed 
routing of the N4 Highway 
through the northern edges 
of the inner city values the 
mobility of the car owning 
elite above all else (Meyer 
Pienaar Tayob, 1999:30)
During interviews with urban designers, most displayed a high level of frustration with the 
deterministic views of public sector planners and traffic engineers. Typically, a 
Johannesburg urban designer noted that 'the system is not alert to moral and intellectual 
campaigning'. This frustration is however not unique to South Africa as is evident in the 
Revolt Against the Highway movement in the United States (Hall 1988) and the Non-Plan 
lobby in the United Kingdom (Hughes & Sadler, 2000).
Oranje (2000:9) points to the paradox of'good governance' in post apartheid South Africa: 
' Whilst professing a new inclusiveness and attentiveness, the urban development strategy 
is plan and policy led, with only limited scope for discretion '. A review of policy 
documents and development frameworks mirror the rational determinism encountered 
during interviews. Rationalism is not only sanctioned, but is linked to normative principles 
and are effectively made compulsory by the provisions of the Development Facilitation Act 
(1995). The DFA represents an unassailable legal framework for urban development in 
South Africa. Typically the following statement is found in the introduction to official 
urban development frameworks:
"Legal Obligations: In terms of the Development Facilitation Act, no 67 of 1995 read -with the 
provisions of the Local Government Transition Act, 1996, local authority structures within the 
ambit of the Province are obliged to prepare Integrated Development Plans........."
Integrated Development Planning is a central plank of the DFA (Development Facilitation 
Act of 1995). The IDP (Integrated Development Planning) process uses a centrally- 
managed 'participation' process to allocate metropolitan budgets in five year cycles (see
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Annexure 3 for a summary of the policy instruments). The prescribed methodology for 
arriving at the five year budget encourages the floating of strategic projects for 
consideration by representative public forums (DPLG, 2001; Coetzee, Kestell & Barbir, 
2002). Because of their highly technical content and the specialist terminology that 
accompany them, such proposals 'float over the heads of regular citizens' and are 
approved without much popular opposition (Thomashoff, Schoonraad pers com 2002).
In the world of 'bankability' a framework for a postcolonial plurality of smaller plans as 
originally invisaged by the ANC has been relegated to a comprehensive quasi-business 
plan. Oranje (2000:11) notes that the IDP process is a stale, modernist, technical, 
endeavour which is somehow aimed at reaching the minds, the hearts and the souls of 
people.
Strategically planned development nodes and corridors contain measurable infra-structural 
components that fit comfortably with the 'deliverables' and 'bankables' required by the 
Development Facilitation Act. By implication it requires local government to build a 
development strategy around technical models. Public transport infrastructure becomes an 
important 'axis of quantifiable delivery'. Despite claiming to have introduced an integrated 
and participatory policy framework, the neo-liberal urban management model clearly 
favours mobility over access and infrastructure delivery over basic needs in the urban 
dualist equation. What it effectively says is that mobility will lead to access and that large 
infrastructure will improve livelihoods. Seldom are more pressing issues such as access to 
affordable land and shelter adequately addressed. A plausible explanation is simply that 
up front provision of large scale infrastructure and roads provide politicians with tangible 
evidence that sound progress is being made in the integration of cities. Given the recent use 
of quantitative models to rank corridors for the purpose of deciding on budgetary 
allocations suggests that very little has come of the political promises and the grand 
technocratic visions (See CHAPTER 5 subparagraph 5.4.2. for a review of the quantitative, 
rank order methods).
3.3.3. CONCLUSION: THE INFLUENCE OF TECHNICAL RATIONALISM
This analysis indicates that most corridor development processes in South Africa are 
managed in a way that remains largely oblivious to the subtle elements of unselfconscious
corridor development. The condition is the result of both a centrally imposed logic and of
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ingrained technical-rationalist attitudes amongst politicians, urban managers and planners. 
Technical rationalism generates an interest in a generic approach to corridor development 
that denies the high level of socio-economic transience and heterogeneity that will be 
illustrated in CHAPTER 4. A strategy for urban design in corridor development needs to 
consider the compromises associated with a dominant technical mindset while also 
considering ways in which the balance can be shifted towards a more people centred 
approach.
3.4. MARKET LED DEVELOPMENT 
3.4.1. INTRODUCTION
South Africa's neo-liberal economy assumes higher returns from internationalised trade 
than that which the national and continental economy offers. This translates to a political- 
ideological bias towards the requirements of large corporations in a variety of sectors4 
(Marais, 1996; Bond, 2000, Padayachee, 1997). Foreign investment is considered to be the 
main catalyst of a projected level of growth that will ultimately benefit all sectors of the 
community. Some commentators regard the bias as a risky experiment:
The ANC government has evidently been charting a risky course. On the one hand, it insists on 
a self imposed structural adjustment programme, in line with the demands of big business and 
the international financial institutions but is at odds with the RDP. On the other, it tries to 
continue wooing its traditional mass base with populist slogans and budgetary gestures. The 
government, caught between the realities of global economics and its commitment to social 
reconstruction, dances a delicate minuet, first with one and then the other' However, 
increasingly it seems that the former has become the belle of the ball and the latter a scorned 
wallflower (Barberton, Blake and Kotze, 1998: 48).
4 Prominent are mining, construction, information technology financial services and some manufacturing and 
retail corporations.
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3.4.4.1. SOUTH AFRICA'S RELATIVE POSITION IN THE NETWORK SOCIETY
The confidence of South Africa's politicians in pursuing a neo-liberal economy is largely 
based on the country's established position in the global economy. The country's strong 
natural resource and industrial bases provide it with a competitive edge in the region and 
indeed the continent. This has motivated its frequent description as part of the world's 
network society (Castells,1998: 122; Potter & Lloyd Evans,1998; Rogerson, 2000; 
Beavon,1998). In many texts South Africa is considered a major exception in Sub Saharan 
Africa (Borja & Castells, 1997; Simon, 1992; Tomlinson, 1994). While describing dire 
socio-economic conditions in Sub Saharan Africa, Castells specifically excludes South 
Africa from his debate on The Rise of the Fourth World- 
South Africa is clearly different from the rest of Sub Saharan Africa. It has a much higher level 
of industrialisation, a more diversified economy, and it plays a more significant role in the 
global economy than the rest of the continent. South Africa accounts for 44 percent of the total 
GDP of all Sub-Saharan Africa and the Johannesburg stock exchange is the tenth largest in the 
world (Castells, 1998:122).
The focus of industry is the Gauteng Province, which houses the twin cities of 
Johannesburg and Pretoria and which is 95% urbanised; 33% of South Africa's formal 
employment is provided in Gauteng which is also responsible for 40% of the National 
GDP and 9% of Africa's GDP (Beavon, 1998). Economists argue that full participation is 
the only way for the country to sustain its position in a new economic order, which Castells 
(1996) famously describes as The Network Society.
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Figure3.4: Johannesburg as 'Secondary city in the Core' in the hierarchy of world
cities (Potter, 1998)
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3.4.1.2 TRICKLE DOWN STRATEGY: SPATIAL DEVELOPMENT INITIATIVES 
(LARGE SCALE CORRIDORS) AS A MANIFESTATION OF SOUTH 
AFRICA'S NEO-LIBERAL ECONOMY
Spatial Development Initiatives (SDI) are overt manifestations of macro scale, neo-liberal 
development policy in Southern Africa. An SDI has the following defining characteristics:
- First, they are national and sub-continental 'corridors' which aim to attract 
international investment through a wide range of incentives. Advanced long- 
haul transport infrastructure is a defining character of an SDI.
Second, they are manifested as twelve national corridors in which vast amounts 
of public funds are invested according to a 20/80 principle. The 20/80 principle 
assumes that a 20% share of state investment in infrastructure and marketing 
will generate conditions which are attractive enough to be 'rewarded' with an 
80% share of private/international investment.
Third, they are physically identifiable projects which enable the state to bid for 
World Bank and IMF funding and to market them as attractive and physically 
recognisable investment locations.
The following extract from a marketing brochure for the Lubombo SDI illustrate the 
market oriented aims of SDI's:
The countries taking part in the Lubombo SDI (South Africa, Swaziland and Mozambique) 
have well developed guidelines and procedures for promoting investment in their countries. 
Each offers incentives for investors, logistical support, modern banking systems, streamlined 
foreign exchange control, assistance with work permits (for managerial staff), trade co- 
operation and investment support agencies (Lubombo SDI, 2002: 37).
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Figure 3.5: Spatial Development Initiatives in Southern Africa (left) and South Africa (right) 
Source: Department of Trade and Industry (left) and Kleynhans, (2000: 66)
While selected regional and metropolitan scale corridors have been developed under the 
custodianship of the National Department of Transport (NDoT), the development of 
Spatial Development Initiatives are managed by the Department of Trade and Industry. 
Whilst Spatial development Initiatives are often referred to as corridors, their purpose is 
ultimately to present marketable packages for global investment.
Despite claims to the contrary, Spatial Development Initiatives have little cause with 
current problems of crushing poverty and their scale removes them from the reality of 
everyday human interactions. They are primarily concerned with macro-economic growth. 
In the short to medium term SDFs, which are the sum total of roads, rail and a vigorous 
marketing campaign therefore needs to be distinguished from metroplitan- and local scale 
corridors which represent the context for a whole range of human interactions.
The national scale or 'show case' corridor is not unique in a developing world context. In 
Peru the technocratic President Belaunde Terry tried to defuse a crisis surrounding land 
distribution in the urban centres, and particularly in Lima, by promoting his La Marginal 
La Marginal became an obsession for Belaunde during his two terms5 in office. It was a 
proposal for a grand north south highway along the eastern slopes of the Andes. Apart 
from being 'an easy self to the public, La Marginal would 'stimulate employment, and act 
as a magnet for international financing from aid agencies' (Flindel-Klaren, 2000:333). It 
was an easy sell to the public because it promised improved access to rural areas and
Belaunde Terry was president of Peru from 1963 to 1968 and again from 1980 to 1985
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accelerated agrarian reform. The same political agendas underpin the promotion of Spatial
Development Initiatives across sub Saharan Africa. Flindel-Klaren (Ibid) notes that
overspending on public infrastructure such as the design of La Marginal (which took
precedence over all other programs) and other publicly funded projects pushed the budget
into the red and eventually resulted in a 44 percent devaluation of the Peruvian currency.
The promises could not be realised and the state could not afford to sustain the process. A
combination of disillusionment with the government and corruption charges related to an
oil deal contributed to resentment that lead the military revolution of 1968. Despite early
failures such as La Marginal, national corridors remain high on the political agendas of
Latin American countries. In his book The Open Veins of Latin America the Uruguayan
writer Eduardo Galeano notes that his continent's infrastructure was developed solely to
suck its wealth into the ports, and thence into the colonial and neo-colonial economy. As in
Sub Saharan Africa, Latin American governments invest massively in new roads to the
ocean, but fail to provide links to villages and market towns (Monbiot, 2001).
These experiences indicate that the upper circuit national corridor is a high risk, over- 
politicised affair that offers little by way of improving the life chances of the millions of 
poor citizens who operate at the lower circuit of developing country economies. As 
Monbiot (2001) and Wood (pers com) note 'bigger and faster roads drain the life from the 
local economies'.
3.4.2. THE INFLUENCE OF MARKET LED DEVELOPMENT ON CORRIDOR 
DEVELOPMENT
It is important to note that, if they meet their stated aims, decentralised Spatial 
Development Initiatives will draw much of the economic energy away from existing city 
regions (including corridor regions) while creating new decentralised work opportunities. 
Spatial Development Initiatives are already diverting critical government funding for 
reconstruction away from city regions.
Despite the strong competition from national Spatial Development Initiatives, the 
metropolitan- and local corridor frameworks aim to compete for investment by providing 
'world class' transport infrastructure and a comparable range of business incentives. The 
following quotes from the Mabopane Centurion Development Corridor marketing supports 
the argument:
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The construction of the PWV 9 highway link is absolutely necessary and a critical success- 
factor as this road will be the catalyst for creating the right economic climate for the entire 
MCDC area (GPMC, 1999:2).
and
Accelerated Foreign Direct Investment (FDI) inflows and increased trade are vital to promote 
maximum sustainable economic growth and trade (GPMC, 1999:15).
Some regional corridors aim to benefit from their intersection with Spatial Development 
Initiatives by proposing the development of an 'urban port' at the intersection. Prospective 
investors in the MCDC are urged to consider 'the advantage of a dual launch pad to the 
world via the ports of Walvis Bay (Atlantic Ocean) and Maputo (Indian Ocean) (GPMC, 
1999: 10).
SEA PORT
Walvis Bay
URBAN PORT
INLAND CARGO 
DESTINATION
Maputo
Figure 3.6. Location of an urban port at the intersection of a national corridor and a 
regional corridor. In this illustration the national (grey) corridor is the Walvisbay- 
Maputo Corridor and the regional corridor is the MCDC Corridor (red).
3.4.3. CONCLUSION (THE INFLUENCE OF MARKET LED DEVELOPMENT).
The largest impact of a neo-liberal, market led development paradigm is the preference 
given to marketable projects. Corridors become commodities that need identifiable 
physical dimensions in order to boost their marketability. This further encourages the up - 
front investment of public funds in large-scale infra-structural projects, i.e. highways, rail 
networks and ports. Such infrastructure need to be built to international standards in order 
to compete effectively in a global market and to draw the right clientele, i.e. the 
heavyweight investors from Europe and the United States. This further perpetuates the
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technical/rational mindset discussed in the previous section and draws economists directly 
involved with central policy formulation into the equation.
These macro-economic forces are beyond the comprehension of urban designers and it 
cannot be reasonably expected of a discipline that is firstly concerned with local mediation 
of built form to have a functional comprehension of them, or could it? Calthorpe and 
Fulton (2000) argue that it is vitally important that we begin to comprehend market 
dynamics at the regional scale. They call for a regional paradigm in the urban design 
discourse that corresponds to the realities of exploding edge cities under global market 
forces.
'the clinching factor is that the global economy is regional' (Calthorpe Associates).
While this may be true of industrialised countries, the fact is that neo-liberalism remains an 
experimental exercise in South Africa's developing country context and that it still needs to 
bear fruit. The challenge for urban design is to find a way to negotiate a path between real 
needs of poor populations in corridor space and the longer term political promises that 
currently diverts much public investment into large infra-structural projects.
Figure 3.7. below illustrates the extent of the mediation between a neo-liberal and a basic 
needs agenda in post apartheid corridor space.
Figure 3.7: corridors as sites of normative compromise 
(adaptedfrom Liebenberg & Stewart, 1997: 94)
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Chapter 3: The Influence of South Africa's Political Economy
First, 
Johannesburg has launched a plan that will gradually reshape the city's 
economy and geography and ultimately transform it into a world class 
business centre with services and standards of living on a par with the 
capitals of the developed world (Sunday Times, June 30, 2002 'Focus 
on Johannesburg').
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Second, public private partnerships (PPP's) 
'they create a cumulative process of 
investment and development in well-off areas as growth feeds upon itself. 
''The question of viable corridor development on the scale envisaged 
remains unproven. In their enthusiasm about corridor development, 
many planners often ignore or misjudge the prevailing retail and 
other economic development trends. Principal among these is the 
ongoing trend towards the development of shopping malls and 
hypermarkets, and the tendency for these to be located in upmarket or 
at least middle income areas.'
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Key
Figure 3.8: The geography of divergent development in two South African cities
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Third, 
technical rational methods 
hegemony 
Fourth, 
Chapter 3: The Influence of South Africa's Political Economy
We must encourage interdisciplinary thinking'.
Chapter 3: The Influence of South Africa's Political Economy
A human flood is drowning Gauteng. They often strike in the early hours of a cold -winter's 
morning. Groups of men armed with bags of chalk and a flag assemble on empty land. They 
mark out plots with the chalk, sometimes leaving space for a soccer field. In a matter of hours 
they will have mapped out their new home. They then erect the flag - often the national colours 
- name the camp after a prominent political leader and quickly bring in as many women and 
children as possible.
These are the shock troops of a movement that is fundamentally transforming South Africa's 
industrial heartland. Thousands of people are pouring into Gauteng every month - most 
estimates put it as high as 20 000 - creating new settlements, swallowing up empty tracts of 
land and placing an unbearable strain on public resources (Mail & Guardian, 19/05/1997).
First, Group 
Areas Act 
green revolution, 
Second, 
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Third, 
Figure 3.9: Pattern of Migration in Africa (Castles & Miller, 1993)
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Chapter 6: An Evaluation of Urban Design Tools used in Corridor Development
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ANNEXURE 3
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